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Railways and A.R.P. 
A> public utility undertakings, the British railway com- 
panies have embarked upon extensive air-raid precau- 
tion schemes in order to secure protection for their staffs 
against aerial attacks. Instruction in air raid precaution 
has been given to railway men, and instructional trains 
have been constructed, equipped with decontamination 
chambers. Certain of these trains, which will form use- 
ful mobile emergency units, have already been illus- 
trated in our columns. New emergency breakdown trains 
ire also being built, equipped with large travelling cranes 
of the latest pattern, to augment the extensive equip- 
ment which the railway companies already 
Locomotives of non-standard types which are service- 
ible but which, under modern standardisation schemes, 
would otherwise have been scrapped. are being preserved 
to ensure an adequate supply of engines being available 
to meet the requirements of an emergency. Steps are 
also being taken to arrange the conversion of vehicles 
f use as ambulance trains, and the problem of wagon 
supplies to meet traffic conditions of a rapidly fluctuat- 
ing character, as well as the diversion of traffic to other 
utes, is being made the subject of further special in- 
stigation; there are approximately one million and a 
juarter railway wagons and vans in service. 


possess. 
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Black-Outs and Railway Lighting 

In co-operation with the Government Departments, the 
British railway companies are preparing their stations, 
offices, docks, hotels, trains, and other premises for the 
necessary black-out of lighting which would be required 
in a state of emergency, and in the case of the experi- 
mental black-outs which are taking place the railway com- 
panies concerned are co-operating in every way possible. 
Much experimental work has been undertaken in the deter- 
mination of suitable lighting standards for emergency con- 
ditions in railway yards and at passenger stations in 
order to ascertain the most effective methods, and the 
hooding of electric signal lights and provision of other 
precautionary lighting equipment has been carried out, as 
well as measures taken to obscure the glare from locomo- 
tive fireboxes. The last-named is of particular importance, 
as anyone with experience of night flying realises with 
what, comparative ease a main railway line may be recog- 
nised by the distinctive passage of the firebox door glare 
along the track. Indeed, it is nearly thirty years since 
Mr. Claude Graham-White demonstrated the possibilities of 
direction finding by locomotive light on his memorable 
night flight between London and Manchester. 


* * * * 


The Week’s Traffics 

Compared with the 29th week of 1938, the total traffics 
of the four main-line railway companies show an increase 
of £66,000, and this follows an advance of £221,000 in 
the 28th week. The aggregate receipts to date are 
£88,044,000, an increase of £982,000 over the correspond- 
ing period of last year. 


29th Week Year to date 


Inc. or Dec. 





Pass., &c. Goods, &c. Coal, &c. Total 


; £ £ % 

95,000 85,000 + 25,000 + 15,000 298,000 +0-S5 

— 16,000 53,000 23,000 + 60,000 + 206,000 +0-85 
— 3,000 + 42,000 + 3,000 + 15,000 + 419,000 +2-87 
31,000 6,500 500 24,000 59,000 +0°50 





London Transport receipts for the week are £583,900, an 
increase of £15,900 over the corresponding week last year. 


* * * * 


Northern Ireland Railways in 1938 

Results for 1938 of railways wholly or partly in Northern 
Ireland were mostly inferior to those of 1937, as shown 
by the Ministry of Commerce figures. On the railways 
wholly in Northern Ireland—the Belfast & County Down, 
Bessbrook & Newry, Carrickfergus Harbour Junction, 
Clogher Valley, and Northern Counties (L.M.S.R.)—the 
net revenue available for appropriation was £12,549, 
against £20,455 in 1937. Railway working of these com- 
panies together showed a loss of £31,179 in 1938, against 
£17,156 in 1937, but profits from the hotels departments 
of the County Down and the Northern Counties reduced 
this loss to £20,538, and the total net income was £11,642 
against £18,599. Passenger train receipts fell from £367,299 
to £361,775 and goods train receipts from £182,788 
£163,493. Railways partly in Northern Ireland include 
the County Donegal; Dundalk, Newry & Greenore; Great 
Northern; Londonderry & Lough Swilly; Sligo, Leitrim 
& Northern Counties; and Strabane & Letterkenny. They 
secured a total net income in 1938 of £67,764, compared 
with £136,805 in 1937. From railway working the total 
net receipts were £14,000 (against £83,392). On the Great 
Northern the profit on railway working fell from £98,272 
to £29,536, but on the County Donegal it rose from 
£5,519 to £9,139, the other railways showing losses. Road 
transport profits of the Great Northern in Eire rose from 
£3,111 to £9,694, but its hotels net receipts fell from 
£4,382 to £2,578. 
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Nord-Belge Lines 
Financial results in 1938 of operating the Nord-Belge 
lines of 170 km. were less satisfactory than in 1937 not- 
withstanding the increase of tariffs put in force on January 
1, 1938. Uncertainty as to the international situation 
and cost-of-living increments to the staff were among the 
causes of the set-back. Goods receipts were down 13:2 
per cent. but passenger receipts only 2°54 per cent. 
Working expenses increased 1:83 per cent., although fuel 
costs were cut down 17-3 per cent., notwithstanding higher 
prices. Some operating figures follow: - 
1937 
15,533,366 
20,298,175 
498,492,910 


1938 
14,870,885 
17,085,970 

352,412,245 
3,701,321 3,352,933 
77-19 99-06 
Belgian Francs Belgian Francs 
47,016,668 45,822,539 
139,021,941 120,673,313 
199,052,503 173,714,042 
153,642,834 156,461,046 
45,409, 669 17,252,996 


Passengers 
Goods, tons 
Ton-kilometres 
[rain-kilometres 


Operating ratio, per cent 


Passenger receipts 

Petite vitesse receipts 

Gross receipts 

expenses 

Net receipts 
After making provision for various charges the deficit 
on the year’s operations amounts to fr.4,131,787. 

* * * x 

Trinidad Government Railway 

Passenger traffic on the Trinidad Government Railway 
increased by 23 per cent. in numbers and 20 per cent. 
in receipts in the year 1938 as compared with 1937, but 
strikes and unfavourable weather caused a drop of 76,000 
tons in canes, sugar, molasses, and estate supplies. Wage 
increases and higher cost of materials sent up operating 
expenses. After allowing for ‘‘ other charges,’’ including 
a non-recurrent item of $231,412 for purchase of un 
allocated there was a loss in 1938 of $246,919. 


stores, 


The Trinidad dollar is equivalent to the U.S.A. dollar :— 

1937 1938 
Miles open (4 ft. 8§ in 118 118 
Passengers 1,737,006 2,141,123 
Goods trattic, tons 381,000 502,150 
lrain-miles : 445,731 471,803 
Operating ratio, per cent 875-25 93-61 

s s 
Passenger receipts 184,659 223,895 
Goods receipts 607,308 553,155 
Gross earnings .. 856,938 850,025 
Operating expenses 747,759 795,756 
Net earnings 109,179 54,269 


Railway bus and lorry services produced receipts of 
$43,176, but expenditure on wages and repairs amounted 
to $46,628. 

* * * * 


New Transport Authority in Tasmania 

In our personal columns this week we announce the 
appointment of a new form of transport authority in 
accordance with the Tasmanian Transport Act of 1938. 
[his authority, known as the Transport Commission, as 
well as taking over all the duties of the former Com- 
missioner for Railways, has assumed complete control 
of all transport in the State except inland and coastal 
shipping and municipal passenger transport. Among its 
functions are the control of registration of motor vehicles, 
licensing of drivers, licensing and control of commercial 
road transport, and the determination of road policy, all of 
which were previously in the hands of separate authorities. 
Incidentally, the Act has also brought all ancillary vehicles, 
except used for agriculture, within the scope of 
licensing. The commission has a limited control over 
commercial aircraft operations in the State. Outside ex- 
perience has been introduced into the island by the appoint- 
ment of the Commissioner and Secretary, both of whom 
were formerly with the Road Transport & Tramways 


those 
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Department in New South Wales, but railways are r 
sented on the commission by a former Commissioner ‘or 
Railways, and their management remains in the ¢ m- 
petent hands of former Tasmanian railway officers. 


* * * * 


At the Belgian Frontier 
This year the Belgian Government is doing every! 


in its power to attract even larger numbers of for ‘yn 
visitors to that country and, among other things, ‘he 


Customs service has not been overlooked. In a recent 
circular the Minister for Finance gave prominence to :h¢ 
importance of Customs officials, whose duties gener |ly 
make them the first to come into contact with visitors 
arriving from abroad, carrying out their work with he 
maximum possible tact, politeness, courtesy, and specd. 
These officials have been instructed to refrain fiom 
excessive zeal while carrying out their duties of disc 

ing articles that should not be imported into the country, 
and also to use their judgment, as in the experience of th 


3elgian authorities it is rare that deliberate fraud is 
intended by foreign visitors. The local authorities, the 
circular adds, will see that the whole matter is carried 


out intelligently and will also pay special attention to 
ensuring that their officials are careful and clean in their 
attire, so that they have both irreproachable behavi 
and appearance. 

* * * * 


The Santander-Mediterranean Railway 

The new policy of the Spanish Government towars 
transport was referred to by Mr. David McA. Eccles 
the meeting, on July 17, of the Anglo-Spanish Const 
tion Company. Before the civil war there was m 
vasteful and bitter competition between the big companies 
and the smaller lines. Now he believed the Government 
intended to deal objectively with the whole question and 
put public interest in the first place. It had a programm 
in hand for rehabilitating the transport system of thi 
country, including the provision of new rolling stock. 
On the Spanish railways as a whole, at least 1,500 bridges 
1,000 locomotives, and 10,000 to 12,000 wagons wer 
destroyed during the war, and miles of track torn up. All 
these had to be repaired or replaced. His company’s 
undertaking, the Santander-Mediterranean Railway, ought, 
he considered, to be completed to Santander, in the in 
terest of Spanish economy. British exports to Spain had 
almost disappeared and imports had been nearly halved 
but, Mr. Eccles said, the British business community was 
ready to co-operate in the recovery; the initiative, how 
ever, is now with Spain. It is to be hoped that the r 
sponse will not be long in coming. 
New York to Chicago 

Few long-distance train services in the world can claim 
to have undergone such a revolution in speed in so short 
a time as those operating between New York and Chicago 
Save for a brief experiment with 18-hr. timings, which 
was brought to an end in consequence of a serious 
accident, the Twentieth Century Limited and Broadway 
Limited, crack flyers of the New York Central and 
Pennsylvania Companies respectively, worked for many 
years on a 20-hr. schedule, up to 1932, when the first 
permanent cut in time to 18 hr. was made. Today these 
two trains have come down to 16 hr.; the eastbound 
N.Y.C. Commodore Vanderbilt and Pennsylvania Genera! 
are 17-hr. trains; the corresponding westbound services 
take 17 hr. 10 min.; twelve other expresses are booke*l 
in 18 to 18? hr. (making together twenty daily trains with 
an average time of 17 hr, 40 min.); while the combined 


















re el 


of the Alleghenies, with a 2,194 ft. summit level at 
Galitzin, to take in its stride, notwithstanding which the 
Broadway Limited averages 56-6 m.p.h. from end-to-end, 
in the ten best Pennsylvania trains 51-1 m.p.h. In 
of the weight of the trains concerned, these are 
itkable achievements. 


* * * * 


Speed and Locomotive Power 
1 our April 14 issue we gave a description of the new 
powerful 3-cylinder 4-6-0 locomotives introduced fo1 
tlic mail service of the Great Southern Railways of Ireland 
veen Dublin and Cork, and the immediate outcome of 
introduction has been an acceleration of 22 min. 
in the time of the southbound mail, and 15 min. in the 
rse direction. The southbound overall time of 3 hr. 
33 min. for the 165-3 miles of difficult grades includes six 
stops occupying in all 18 min. The smartness of the 
running so entailed is seen by the succession of scheduled 
start-to-stop speeds over short distances from Kildare 
onwards, the subsequent stages of 20-9, 15-7, 19-9, 20-4, 
| 37-6 miles being booked respectively at 54:5, 49°6, 
51-9, 53-2, and 56-4 m.p.h., as far as Mallow. The last- 
ned, from Limerick Junction to Mallow, is now the 
test scheduled run on Great Southern metals, though 
23 min. allowed for the 20-4 miles from Thurles to 
Limerick Junction probably entails faster running, as 
it includes setting back into the platform at the latter 
tion. Not only has it been possible thus to accelerate 
e service, as a result of introducing the new engines, 
it also to dispense with the double-heading which has 
en frequently necessary to enable the previous 4-6-0 
engines to tackle the substantial loads of these trains. 
\nother good run is made by the 7.45 a.m. from Cork 
to Dublin, allowed 97 min. for the 86-5 miles from Thurles 
to Dublin (53-5 m.p.h.); this is the longest non-stop run 

the Great Southern. 


* * * * 





Signal Gantries 

Claims have been made that the large signal gantry 
near the south end of Rugby station, L.M.S.R., which has 
recently been dismantled owing to the substitution of light 
signalling, as mentioned in our issue of June 23, was with 
its 44 semaphore arms the largest in the country. Although 
standards of measurement for comparing sizes of signal 
gantries have never been laid down, the claim to first 
place of the gantry at the west end of Newcastle Central 
station, L.N.E.R., which displays no fewer than 57 sema- 
phore arms, could hardly be disputed. Further, whereas 
one half of the signals on the Rugby gantry repeated the 
movements of signals above them, each of the signals 
on the Newcastle gantry is independently operated, though 
24 of the latter are ‘‘ draw-ahead ’’ arms, which in ac- 
cordance with the practice of the late North Eastern Rail- 
way can be pulled off independently for draw-ahead pur- 
poses, but must also be pulled off when the home signals 
above them are actuated. However spectacular these vast 
issemblages of signals may be, few of those concerned 
with the operation of trains, and least of all the drivers, 
will regret their disappearance. Unless a train is approach- 
ing such a gantry at a low rate of speed, the difficulty of 
picking the correct arm out of such a maze of signals 


YiIIM 


Juiy 28, 1939 THE RAILWAY 
1 e of 30 daily services by the two routes works out 
at hr. 20 min. The New York Central has the 
advantage of gradients, with its ‘‘ water level’’ route, 
but the disadvantage of distance; its 958 miles of length 
requires the Twentieth Century to average 59:9 m.p.h. 
throughout, including stops, and the whole of its ten best 
trains to average 54-4 m.p.h. overall. The Pennsylvania, 
vit, 905 miles to travel, has the difficult grades and curves 
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of equal height, as in the Newcastle example, must be con- 
siderable in the few moments available, and the more 
so at night, or if any part of the gantry is obscured by 
drifting steam. However, the west end gantry at Newcastle 
Central is also scheduled for replacement in the scheme 
of electric signalling through that station that has now 
been sanctioned, and its demolition will bring to an end 
the most remarkable example of its species. 


* * * * 


Alloy Steels for Locomotives 

The disadvantages associated with the use of alloy steel 
in locomotive construction show themselves in the machin- 
ing processes where the speeds and feeds may have to 
be reduced by some 20 per cent. as in the case of nickel- 
chrome-molybdenum steel, due to the higher Brinell hard- 
ness of the steel in the heat-treated condition. Also in the 
gas cutting of frame plates the heat-affected zone adjacent 
to the gas-cut edge presents difficulties due to the ten- 
dency to crack if proper control and supervision are not 
exercised. The same conditions apply to the welding of 
this class of steel, and this hardened zone reduces the 
speeds which can normally be used in dealing with various 
surfaces of mild steel frame plates by this method. 
These and similar points were dealt with by Mr. A. H. C. 
Page in a paper read by him before the Institution of 
Locomotive Engineers on the ‘‘ Heat Treatment of Metals 
in connection with Locomotive and Carriage and Wagon 
Building.’’ He stated that the use of alloy steels intro- 
duces no difficulties in connection with forging and heat 
treatment, but, owing to the narrower working tempera- 
ture limits, more exact control of these operations is 
required than for carbon steel details. It is also essen- 
tial that the furnaces should be properly balanced to 
give only a minimum variation in temperatures from end 
to end. This applies to all heat treatment control but 
more especially so in the case of alloy steels. In spite of 
the use of such materials the bulk of the steel at present 
used in forgings for locomotive construction is of the 
carbon steel variety. 

* * * * 


A Hundred Years of Cuban Railways 

Among the welter of material on railway centenarics 
published within recent years, it is strange that nothing 
has appeared about the hundred years of railways in 
Cuba. In October, 1834, Ferdinand VII of Spain au- 
thorised the Spanish Development Board to float in 
England a loan equivalent to $2,000,000 for the construc- 
tion of a railway from Havana to Guines, and the first 
45 miles from Havana to Befucal was opened on Novem- 
ber 19, 1837, eleven years before the establishment of 
railways in the mother country. Exactly one year later 
the remainder of the line was opened to traffic. On 
January 11, 1842, the line was sold by public auction 
and one of the conditions of the sale was that three 
specified branch lines should be built; the purchaser was 
the Cia. de Caminos de Hierro de La Havana. In 1889 
the Havana Railway combined with the Havana Bay 
Railway, which had built railways in the Havana-Matan- 
zas district, and the Bank of Commerce & Regla Ware- 
houses to form the Bank of Commerce, United Railways 
of Havana & Regla Warehouses. A connecting line be 
tween the two railway systems, from Cienaga to Regla, 
was opened on April 1, 1890. In 1898 the Bank of Com- 
merce withdrew from the combine, and the company was 
reorganised as an English-controlled concern under the 
title of the United Railways of the Havana & Regla Ware- 
houses Limited, and since that time has acquired various 
other railways. The route mileage now in operation is 
upwards of 1,300, all in west and central Cuba. 
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1939 Review of Railway Charges 
THE judgment of the Railway Rates Tribunal in con 

nection with its recent review of the standard and 
exceptional charges of the four main-line railway com- 
panies has now been published, and generally follows the 
lines which had been expected. The tribunal states that 
the railway traffic gross receipts of the four amalgamated 
companies, which in 1936 and 1937 were greater than in 
the preceding year by £5,900,000 and £7,200,000 respec- 
tively, continued to expand at the rate of about £100,000 
lor the first ten weeks of 1938, but thereafter a serious 
decline set in which averaged £130,000 a week for the 
next cight weeks, £200,000 a week for the next twenty 
and £215,000 for the last thirteen weeks of 
rhe decrease was almost entirely in goods train 
traffic which, for the first ten weeks showed an improve- 
ment of nearly £750,000, but at the end of the year a 
net decrease of £6,700,000. Passenger train traffic im 
proved to the end of the eighteenth week, decreased by 
nearly £500,000 between May and September, and re 
mained at about the 1937 level for the last quarter of the 
year. The net decrease for the year was £300,000, making 
the total decrease in all traffics no less than £7,000,000 
or 4°35 per cent. The fall in goods train traffic receipts 
was attributable in different degrees to a variety of causes, 
including a sharp recession in trade, the difficult interna- 
tional situation which adversely affected trade, the further 
diversion of certain types of merchandise to other forms ot 
transport, coupled with reductions of rates for vulnerable 
traffic in order to retain it to railway, and the workin 
off by traders of existing stocks which were obtained du: 
ing 1937, in the expectation that when they desired io 
replenish them, prices would have fallen. 

Concurrently, however, railway working expenses wete 
£1,651,721 greater in 1938 than in 1937 and the result 
of the year’s working after bringing into account revenue 
from all was that the net 1evenues of the fow 
companies were £8,918,003 less than in 1937. The stan 
dard the companies, with the allowances 
sranted in additional capital totalled 
£51,359,095, and, as their average net revenues for 1936 
1938 amounted to £34,205,751, there was a deficiency of 
£17,153,344. The tribunal in its 1937 judgment drew 
attention to an alternative method adopted by the railway 
companies of dealing with the estimated rates and rate 
relief recoverable for the period April, 1931, to Decem 
ber, 1935, and if the net revenue for 19388 were adjusted 
accordingly the deficiency would be £13,855,467. As by 
either method a substantial deficiency is disclosed, it is 
unnecessary to determine which method is correct. The 
tribunal accordingly finds that the average annual net 
revenue obtained by each of the companies during the 
period on the experience of which the review was based, 
namely, the years 1936 to 1938, was less than its standard 
revenue plus the allowances which had been granted to 
remunerate additional capital raised or provided in respect 
of expenditure on capital account incurred since Janu- 
ary 1, 1928, the date upon which the standard charges 
became operative. 

In these circumstances the tribunal had to consider 
whether this was due to lack of efficiency or economy in 
management, but it remarks that no such suggestion was 
made by any party appearing at the review. After con- 
sidering the review given by Sir William Wood, Vice 
President of the L.M.S.R., of the railway developments 

7 and the conditions under which railway activities 


one wet ks, 


the vear. 


sources 


revenues. of 


respect ol 


since 1927 


have been carried on, and examining relative documents 
the tribunal expresses the opinion that in 
of each of the companies the deficiency was 
not due to either of 


and statistics, 
the case 
It also finds that the 


these causes. 
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deficiency is likely to continue in the case of each co 
pany. The tribunal therefore had to consider whet! 
a modification in all or any of the standard charges a 
a corresponding general modification of the exceptio: 
charges would enable each company to earn its stand 
revenue or bring its net revenue appreciably nearer 
standard. The companies gave evidence that no s1 
modifications would improve their financial position 
bring their net revenues nearer the standard, and co! 
quently the tribunal did not order any alterations in 
present level of the charges. Finally, it points out tl 
while the companies expended the sum of £8,828,631 
capital account during 1938, no additional capital 
raised or provided in respect of such capital expenditu 
and, therefore, no claims for additional allowances un 
this head were made. 
* * * * 


Belgian National Railways in 1938 


ESULTS of working the system of the Belg 
National Railways Company during the year 1938 
were affected by the renewal of the depression in tra 
which was common to all countries, and the final defi 
for the year after meeting all expenses and _ financial 
charges was fr.283,489,158, making a total debit to profi 
and loss of fr.680,079,849. The Government has autho 
ised the company to adopt as from January 1, 1939, a 
comprehensive remodelling of its tariff structure which °s 
intended to produce an increase of some fr.90 millions 
receipts, and the company has a new scheme of economic: 
in hand, but even if the volume of traffic remains th 
same as in 1938, which is regarded as too optimistic a 
forecast, in view of present conditions, the deficit for 
1939 is estimated to be fr.130 millions. Two main reasons 
for the poor results are given in the report :—first, the 
burdens imposed on the company, and secondly, the want 
of sufficient co-ordination between the different means of 
transport. It is claimed that the State itself should b 
responsible for pensions of former State railway employees 
and for compulsory tariff reductions. Should these claims 
be granted by the State, the company’s expenses might 
well show a reduction of fr.280 millions per annum. 
Passenger competition by road has been satisfactorily, 
regulated, but, the provision of facilities for goods trans 
port by rail, road, and water is far greater than the 
country needs even in times of prosperity. As a result 
of recent conferences in the principal cities with traders 
and the different transport interests, M. Rulot, the General 
Manager of the railway company has advocated the 
formation in the Ministry of Transport of a central co 
ordination committee representative of transport and 
trading interests and having executive powers over faci 
lities and tariffs. The Government should also be repre 
sented on this committee, which should have a magistrate 
as chairman. 

Traffic receipts in 1938 showed a _ decrease ot 
fr.147,240,057 or 5:5 per cent. in comparison with 1937, 
and gross receipts from all sources were lower by 
fr.146,373,448 or 5-4 per cent. Although the number of 
passengers decreased by 3°8 per cent., passenger revenue 
went up from fr.820-9 millions to fr.824-1 millions because 
of the 5 per cent. general increase in tariffs which came 
into force on March 20, 1937. Passengers carried at ordi 
nary fares were 19 per cent. of the total. First class 
passengers were 0-2 per cent., and first class receipts 
1:7 per cent., of the total; the corresponding figures fo1 
second class were 6-5 per cent. and 17:3 per cent.; and 
for third class 93-3 per cent. and 81 per cent. Luggage 
and postal parcel receipts improved from fr.16-8 millions 
to fr.17-9 millions. Goods traffic receipts, on the other 
hand, fell from fr.1792-3 millions to fr.1640-8 millions, 
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j ‘nd goods tonnage by 13-8 per cent. Tariffs were in- 
1 on January 20, 1938. The accompanying table 
some operating figures : — 
1937 1938 
neth of line open, km. 4,844 4,839 
issengers (millions) 202-4 194-8 
ds, tonnes (millions) 73-1 63-0 
rain-kilometres (millions) 86-3 84-2 
perating ratio, per cent 98 -63 106-78 
Francs Francs 
tal traffic receipts 2, 630,009,363 2,482,769,306 
ross receipts 2,688,789,683 2,542,416,235 
xpenditure 2,651,975,449  2,714,950,352 
et receipts , Soe . 36,814,234 Dr. 172,534,117 
eficit after meeting financial 
charges aia re ‘ 28,021,408 283,489,158 
¢ though the number of staff was reduced from 85,124 


1c end of 1937 to 75,919 at the end of 1938, payments 

the staff increased from fr.618-5 millions in 1937 to 
|.673-7 millions in 1938. Expenditure on materials rose 
fr.486-6 millions to fr.532°6 millions. A large part 

he increase in staff payments was caused by the higher 

of living allowance. Passenger train-kilometres in 
1938 were 62:4 millions, against 61:4 millions in 1937. 
Several new services were introduced, including direct 
daily trains between Ostend and Berlin, and between Thx 
Hague, Brussels, Basle, Milan, and Rome, and four new 
expresses between Brussels and Eindhoven. Railcar ser- 
vices were also increased, representing 3,483,885 car-kilo 


metres, against 3,282,742. Goods train-kilometres were 
reduced from 24-9 millions in 1937 to 21:8 millions in 


1938. Numerous accelerations were effected in goods train 
services both internal and international, and the number 

container consignments rose from 52,258 to 53,705. 
Simplified methods of working have been introduced on 
rtain secondary lines and their use is being extended. 
Co-ordinated arrangements with the light railways com- 
iny continue to be successfully pursued. The reduc- 
tion in the length of line open is due mainly to the closing 
{ the Blankenberghe—Zeebrugge section. 


* * * * 


The Orient Express 


QpNE of the most famous and certainly the oldest estab 

lished of the great international trains on the Euro- 
pean Continent is the Orient Express, and it is not too 
much to say that, this train has played a preponderating 
part in the development of European international ser- 
vices. It was established by the International Sleeping 
Car Company and ran for the first time, between Paris 
(Est) and Vienna, on June 5, 1883. From the beginning 
it was composed of bogie sleeping cars, vans belonging to 
the company, and a six-wheel dining car; the last named 
was soon replaced by bogie stock. Before the connection 
of the Serbian and Bulgarian railways with the main 
European system, this train ran to Bucharest and on to 
Varna on the Black Sea, enabling the last stage of the 
journey to Constantinople (now Istanbul) to be made 
by boat. With the completion of railway links enabling a 
through train to be established between Paris and Istanbul, 
this train connected Paris, Vienna, and Budapest with all 
the Balkan capitals by reason of the fact that it was di- 
vided at Budapest, one portion proceeding on the original 
route and the other via Belgrade, Nisch, and Sofia, to 
Istanbul. Not until the beginning of the present century 
Was a similar train introduced from Berlin; but on June 1, 
1901, under the name of Balkanzug, a through train was 
inaugurated from Berlin to Budapest, the coaches of which 
were linked up with those of the main train from Paris as 
well as a through coach from Ostend (introduced on 
June 1, 1894) which ran via Brussels, Cologne, and 
Frankfort, and was attached at Wels. 
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The European war naturally resulted in the suspension 
of the Orient Express, and during the war period Germany 
established its famous Berlin—Istanbul through train in 
white livery. As soon as the Armistice was signed the 
Orient Express was re-established as a military train run- 
ning three times a week between Paris and Vienna, and 
on to Warsaw, but passing to the south of then German 
territory, following the route of the present Arlberg-Orieni 
Express through Paris to Basle and Linz, and then 
through Vienna and Oderberg. At first it stopped in 
Vienna at both the West and Nord stations but the call at 
the former was abandoned in 1920. 

In due course the original Orient Express resumed its 
original route, but meanwhile the Simplon-Orient Express 
had been established with the object of providing a poli- 
tical link between Western Europe and the Balkans with- 
out touching Central European territory—to this end it ran 
from Calais via Paris, Lausanne, Milan, Venice, Trieste, 
and Zagreb to Vinkovci. At the last-named point it, divi- 
ded and one portion proceeded to Bucharest; the other 
portion went via Belgrade and Nisch to Sofia and Istan- 
bul on the old Orient, route, while a Greek portion, estab- 
lished in July, 1920, was detached at Nisch and continued 
its journey to Athens via Salonica. The other post-war 
train to the Orient is the Arlberg-Orient Express which 
was begun in 1924 as a sleeping-car train between Paris 
and Vienna running through Basle, Sargans, and Salzburg, 
and joining the original Orient, Express route at Wels. It 
soon had a through coach for Bucharest and its timing 
was brought into line with those of the other main trains 
to the East. The complete ramifications of these Orient 
Expresses make a fascinating study, and for the benefit 
of those who desire to follow them in detail Professor 
Lionel Wiener described them at length in an article which 
he contributed to the monthly bulletin of the International 
Railway Congress Association, and which was published 
in the July, 1934, English edition. 


* * * * 


The Tortuga Head-on Collision 


ONSIDERABLE interest was aroused by our descrip- 
tion of and editorial comments on the disastrous 
head-on collision which occurred on the Southern Pacific 
Railroad at Tortuga, California, on September 20, 1938,* 
when the westbound Argonaut express was turned into a 
passing loop and collided at about 40 m.p.h. with the 
waiting eastbound Californian express. The accident was 
caused by the head brakeman of the latter: train in a 
moment of mental aberration reversing the passing loop 
points immediately in front of the oncoming train, and 
realising his error too late to rectify it. Requests have 
been made to us for a more detailed explanation of the 
method of working such single lines as that upon which 
the accident occurred, and we approached Mr. A. D. 
McDonald, President of the Southern Pacific, who kindly 
provided us with the information which has been embodied 
in the article cn page 131 of this issue. 

The traffic is regulated by train despatchers, whose 
business it is to issue orders which must take into ¢on- 
sideration the weight of each train, whether it is running 
late, which train can best recover lost time, and other 
relevant factors. In the case of the Tortuga accident 
the colliding train stood to be favoured, hence both trains 
received a simple train order directing that the standing 
train should take the loop line, or siding as it is called. 
When a train is directed to hold the main track and 
arrives before the opposing train, it is considered good 
practice, Mr. McDonald writes, for the brakeman of the 


* THE RAILWAy GAZETTE for January 27, 1939, pages 125 and 
150 
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former to set the ‘switch for the siding, thereby offering 
protection against collision if for any reason the approach- 
ing train should fail to stop. Such practice also, of course, 
reduces delay to both trains. 

Dealing with the question of approach locking of points, 
on which comment was made in our previous articles, 
Mr. McDonald says that there are some 8,700 miles of 
single track, with upwards of 2,500 main line switches, 
on his system. While he agrees that it would be desirable 
to provide all these loops with electrical approach-locked 
switches, the capital cost would be tremendous and delays 
and complications would result unless they were handled 
by despatchers through the medium of remote. control at 
great expense. Accidents like the one under discussion 
are extremely rare, and never before in the history of the 
Southern Pacific Railroad—and probably not in the entire 
U.S.A.—has there been one with such disastrous results. 

No explanation of the actions of the unfortunate brake- 
man who turned the one train into the other is entirely 
satisfactory, but it would appear that he forgot for the 
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moment that his own train was on the siding. Had 
reversed the points as soon as his train had come to ; 
there would have been time for the approaching express 
to see the adverse signal indications so produced. Wt 
he did was merely to unlock the points, and then, accord 
ing to rule, he crossed to the other side of the line; on 
seeing the train approaching at speed, he apparently /ost 
his head and reversed the points under the delusion it 
by doing so he would avert an accident; whereas he ¢:.1 
mitted the worst blunder it was possible to make. [x 
then threw the points back again under the train. ‘ir, 
McDonald, referring to the behaviour of the all-steel ».\lI- 
ing stock which figured prominently in the case, tells us 
that tests are still in progress to determine what, if 
change should be made in structural design. No one 
can say, he adds, what difference would have resulted had 
all the cars been of the heavy type and none of light- 
weight construction, but the stresses set up at the moment 
of collision were far in excess of anything contemplaicd 
when any of the equipment was designed. 











LETTERS TO THE EDITOR 


The Dust Problem in Egypt 
Egyptian State Railways, 
Cairo (Egypt) 


July 8 
To THE Eprror or THE RaILWay GAZETTE 
Sir,—Mr. F. J. Marr, in his article on ‘‘ Cape to Cairo 


Overland ’’ which appeared in your number of May 5, 1939, 
alluded to the trains of the Egyptian State Railways as “‘ by 
no means the cleanest of the entire journey.’’ Being a rail- 
wayman, I feel it my duty to refer to the remark made by 
Mr. Marr with deep regret. It would have been preferable 
if he had made allowance for the nature of dust in this 
country and given credit for the rolling stock run on the 
Egyptian State Railways. Express trains from Shellal to 
Cairo convey sleeping and Pullman cars—provided by the 
International Sleeping Car Company—of the latest type em 
ployed on the Continent. Also eight air-conditioned de luxe 
first class carriages are under construction. The railways 
are continuously experimenting with methods of avoiding 
the dust inside the carriages, but the nature of the country 
and the heat in Upper Egypt constitute a great difficulty to 
be overcome. 
rhe Egyptian State Railways have two stations at Shellal, 
. high and a low level station, the latter being generally 
below the water level when the dam regulators are closed 
to reserve the Nile water in the great reservoir around the 
famous Philz Island. 
Yours faithfully, 
H. BADIR 
Assistant Traffic Manager 


Morning Trains “to the Provinces ” 


153, Marsham Court, 
Marsham Street, S.W.1 


July 17 
fo THE Eprror or THE RatLway GAZETTE 
Sir,—The acceleration of British express train services 


which was taking place in gradual instalments appears now 
to have come to a halt and few changes of importance have 
occurred recently; when they have it has been as often as 
not a slowing down that has been introduced. It therefore 
seems to me an opportune moment to ask whether the ae- 
celerations that have been introduced have in fact been 
applied where they were most needed. Although special 
high-speed locomotives continue to be put into service, the 
schedules as a whole hardly reveal the improvements that 
might have been expected—in contrast to the general prac- 


(The Editor is not responsible for the opinions of correspondents) 





tice abroad when new streamlined engines are introdu 

If therefore it is the case that the railways are satisfied 
that they are providing sufficient high-speed mileage, I sug 
gest they should apply it more usefully; and as my main 
example of what I mean, I would mention the virtual 
impossibility of reaching from London the big northern towns 
in such time as to allow a reasonable period for business 
before luncheon and thereby make a one-day journey worth 
while. Northampton, Leicester, Kettering, Coventry, Bi 
mingham can be reached between 10.15 and 11 a.m., and 
I submit there is a demand, similar to that satisfied by 
the early morming services to these towns, for a high-speed 
service reaching Liverpool, Manchester, Leeds, Bradfori, 
Sheffield, and so on about 11 a.m. An 8 a.m. departur 
from London would be convenient to most travellers. Then, 
if it is true that present high-speed mileage is to remain 
constant for the present, the schedules of the evening trains 
such as the 6 p.m. and 6.5 to Manchester and Liverpool 
and the 7.10 to Leeds could be eased out by 15 minutes 
Time saved in the evening is obviously of less valu 
than that saved during the working day. 

Another excellent example of my point is the retention 
of the 12 noon arrival at Euston of the 8.15 a.m. from 
Liverpool when the 5.25 p.m. (and the 4.5 p.m.) hav 
had their timings severely cut. My view is that the 8.15 a.m 
should have been the first—not the last—to receive attention 

The German high-speed services demonstrate very well 
the principle of the fast early morning service, and it would 
be instructive to learn if your readers think similar facilities 
are warranted here. 


or so. 


Yours faithfully, 
G. T. S. DE CLERMOND 








New INFORMATION CENTRES IN DENMARK AND SWEDEN. 
The recent opening by the Travel and Industrial Develop 
ment Association of a British information bureau in Amster 
dam is to be followed by a similar extension of activities in 
Scandinavia. Two new ‘‘ Come to Britain ’’ offices are to be 
inaugurated in the autumn—one in Stockholm and the othe 
in Copenhagen. As in the case of Amsterdam, both offices 
will be situated in principal thoroughfares, so as to give 
Britain the best possible ‘‘ shop window.’’ Mr. C. C. Parrott 
has been appointed to take charge of the Stockholm offic: 
and Mr. Otto Maegaard, Secretary of the Danish-British 
Association, has been appointed to Copenhagen. This ex 


tension of the Travel Association’s overseas representation 
has been made possible by increased financial support from 
the Government. 
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PUBLICATIONS RECEIVED 


imbles and Walking in South 
Devon. By Hugh E. Page. G.W.R., 


Paddington station. 7} in. x 4} in. 
if pp. Price 6d. net.—This latest 
addition to the series of G.W.R. ‘‘ Books 
f tamblers,’” by Mr. Page, described 


tail over 325 miles of rambles and 

1e tours round the coast of South 

n, through the valleys of the Dart, 
, and other rivers, and on Dart- 
The present edition is an en- 

ment to 20 rambles of a previous 

of 12 published several years ago. 
riginal walks have been thoroughly 
I ed and improved and in some cases 
nded, so that they can be connected 
1 walking tours, as in most of the 

r books in the series. An easy-to- 

w sketch map accompanies each 

of the rambles and the walks are so 
arranged as to make it possible to 
( bine them in a tour over the whole 
, a diagram map of which is included 

he end of the book, together with a 
plete map of South Devon.  Full- 

»e illustrations, showing some of 

the well-known and less-known beauty 
ts, give the book an added interest. 


Elsners Taschenjahrbuch fiir den 
Werkstatten und Betriebsmaschin- 
endienst bei der Deutschen Reichs- 
bahn, 1939. (Elsners Pocket Year Book 

the Workshops and Locomotive 
Operating Service of the German State 

Railway, 1939). Berlin: Otto Elsner 
Verlagsgesellschaft. 4} in. by 6} in. by 
lin. Illustrated. 587 pp. Price RM.3.50. 

[his book is extraordinarily good 

ilue for money and bears every evid- 
ence that it has indeed been compiled by 

experts in the workshop, locomotive 

peration, and administration services ”’ 
of the German State Railway. It has, 
moreover, official blessing in the form 
of a foreword by Dr.-Ing. Kiihne, of the 
German Ministry of Transport, who 
refers to the new problems of operation 
and maintenance arising from the addi- 
tion of the Austrian and Sudetenland 
railways to the Reichsbahn, and sug- 
gests that the new edition of this pocket 
book will assist materially in bringing 
about standardisation of methods. The 
book is intended for all ranks of em- 
ployees in the operating and mainten- 
ance departments, and its particular and 
most commendable aim is to supply 
information not readily available from 
any other source. The bearing of various 
regulations on the details of practice is 
explained ; and throughout the treat- 
ment of methods and equipment, organ- 
isation, and procedure is from the stand- 
point of the promotion of efficiency and 
economy. 

In the first part of the book, which 
deals with the latest developments in 
the maintenance of vehicles and the 
repairing of components, the procedure 
to be followed in the repair of worn 
locomotive tyres by electric arc welding 
is described. The second part, on loco- 
motive operation, contains a full treat- 
ment of the changes in conditions and 
operating requirements brought about 





by the introduction of steel fireboxes, 
the management and care of high-speed 
locomotives (speeds above 110 km.p.h., 
or 68-4 m.p.h.), and sections on Nicolai 
piston valves, feedwater heaters, Ober- 
gethmann bearings, brakes, and other 
equipment. The remainder of the book 
is concerned mainly with the financial 
organisation and matters of account- 
ancy, costing, estimating, wage rates, 
and so on. There are appendices, several 
of which will be very useful to readers 
outside Germany ; and there are full 
lists of the sections of preceding issues 
of the yearbook (1936-1938 inclusive) 
which are still valid. This is a feature 
which greatly increases the value of the 
whole series. 


London Craftsman. By Marjorie 
Quennell. London Passenger Transport 
Board, 55, Broadway, Westminster, 
S.W.1. 62 in. x 4} in. 66 pp. Illus- 
trated. Price 6d. net.—In this latest 
addition to London Transport’s popular 
‘“ London-in-your-Pocket ’’ series, Mrs. 
Quennell, part author of ‘‘ A History of 
Everyday Things,’’ takes the reader 
on a novel tour of London’s museums. 
She shows where to see the old trade 
relics from which the present great 
City Companies have sprung, refreshes 
the mind on half-forgotten memories, 
and gives us new and interesting facts 
associated with the “centre of a 
thousand trades.’’ Who is aware, for 
instance, that Bethnal Green was once 
the hub of the silk industry? That 
there were large ironworks in Ashdown 
Forest in 1539 ? That pottery remained 
primitive in England until the late 
17th century ? Ten of the leading 
museums of the Metropolis are covered 
in this way by Mrs. Quennell. These 
are the’ British Museum, London 
Museum, Science Museum, Guildhall 
Museum, Geffrye Museum, Horniman 
Museum, Public Record Office, Bethnal 
Green Museum, Cuming Museum, and 
Victoria & Albert Museum. From the 
practical aspect is detailed information 
on times of opening, nearest station and 
price of admission, where this applies. 
This information also covers other 
interesting show places such as the 
Imperial Institute, National Maritime 
Museum and the Lambeth Palace 
Library. Mrs. Quennell certainly gives 
a new zest to museum-going. 


New Belgian Holiday Brochure.— 
From the London office of the Belgian 
Railways & Marine comes a new bro- 
chure devoted to Belgian coastal resorts 
and cities of art. The many watering- 
places fringing the North Sea from 
La Panne to Le Zoute are described ; 
they range from fashionable Ostend and 
Blankenberghe to smaller but equally 
delightful resorts like Heyst and Wen- 
duyne. The art centres mentioned 
include Brussels, Bruges, Liége—where 
the ‘‘ Water Exhibition ”’ is being held 
this year—Antwerp, and Ghent. In 
the centre of the guide is a supplement 
giving train service and fares from Lon- 
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don to Belgian destinations, and infor- 
mation on hotels. Attention is directed 
to the new Tourist Voucher, costing 
about 45s., which entitles the holder to 
various advantages and _ reductions. 
Fuller details of this concession are 
obtainable from all travel agencies, 
railway companies, and agents of the 
Belgian National Railway Company. 


Pressure Type Air Filters for 
Compressed Air Pipe Lines.—This 
new folder, from the Visco Engineering 
Co. Ltd., describes the firm’s pressure 
tvpe air filters, which are designed to 
provide an effective means of removing 
from the air impurities—dirt, rust, and 
oil—which interfere with the satisfac- 
tory working of compressed air and 
pneumatic machinery. The filter con- 
sists essentially of a cylinder, of which 
the lower portion forms a sump and 
the centre portion contains a filter cell. 


Improved Pulling Jack.—Had- 
fields Limited, of Sheffield, has the sole 
manufacturing and selling rights of an 
improved pulling jack invented by a 
miner, Mr. W. Blair, for the withdrawal 
of props from any position. The 
principles of the device are described in 
a folder we have received from the 
maker. As supplied with 3 ft. of lashing 
chain and 15 ft. of pulling chain, the 
jack weighs 2 qr. 9 lb. All important 
parts in the device are made of Had- 
fields best toughened cast or forged 
steel. 


Ironclad Switchgear.—The latest 
edition of the General Electric Com- 
pany’s catalogue of Ironclad switchgear 
records an important alteration in this 
well-known range of equipment in that 
a new finish matching Silverlac conduit 
has been adopted as standard. Several 
new lines have now been added to the 
Ironclad list, such as_ all-insulated 
switch fuses, emergency stop buttons, 
flame-proof push-buttons, and a larger 
type of switchfuse transformer. The 
catalogue comprises chiefly non-auto- 
matic switch and fuse gear, together 
with certain circuit-breakers, contac- 
tors, transformers, and general control 
equipment required for modern elec- 
trical installations. 


Thermostatic Metals.— Henry Wig- 
gin & Co. Ltd. has recently introduced 
a new range of thermostatic bimetals 
under the name of Thermometal. These 
are intended for the contro] of electric 
equipment by inclusion in the relevant 
circuits, their resistances being such 
that a selected overload will cause 
heating and deflection of the bimetal 
and operation of a safety switch. Wilco- 
Wiggin resistance Thermometals are 
made in 12 grades, with resistivities 
from as low as 5 microhms up to 93 
microhms per cu. cm. High and uniform 
deflection is obtained with the minimum 
rise in temperature, and the tempera- 
ture-deflection constants are practically 
the same throughout the range. The 
maker, whose address is Thames House, 
Millbank, London, S.W.1, has issued 
an informative pamphlet dealing with 
the metals, 
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THE 
During the coming holiday weeks 
the British railways are running 17,500 
extra cheap excursions, in addition to 
operating full summer services, and at 
the same time are coping with Govern- 
ment traffics as well as the movement 
of men and stores on behalf of the 
Services. 


Bathing cabins are now being built 
on the shores of a lake near Heluan, 
Egypt, which was non-existent a few 
weeks ago, according to a Reuter’s re 
port. People are visiting it to “‘ take 
the waters,’’ which have’ valuable 
mineral properties. The lake, which 1s 
about 870 yd. square and 25 ft. deep, 
was formed when workmen, excavating 
in connection with the construction of 
a railway line, uncovered a spring. 


* * * 


CHILDREN’S RAILWAYS IN THE U.S.S.R. 

Eleven children’s railways have been 
built in various cities of the Soviet 
during the last two or three 
years. Three new ones are now under 
construction at Magnitogorsk, Rostov 
on-Don, and in the Donetz Basin. The 
first children’s railway in the U.S.S.R. 
was built in 1935 at Tbilisi, the capital 
of Soviet Georgia, where there are now 
two, one run by steam and the other 
by electricity. The railways are correct 
miniatures of real railways, and are 
managed and operated entirely Dy 
schoolchildren between the ages of 12 
and 16; the youngsters drive the 
engines, and act as guards, signalmen, 
and — stationmasters. Through the 
medium of play the children are thus 
learning to become railwaymen. The 
People’s Commissar of Railways, Mr. 
L. M. Kaganovich, is very greatly in 
terested in these miniature railways. 
Last year the Soviet Government made 
a grant of 3,000,000 roubles for the con 
struction and maintenance of children’s 
railways, in addition to sums already 
allocated by local organisations for the 
purpose. 


Union 


* * * 


Philippine railways were first officially 
projected in 1875, when a Royal Decree 


of that year, dated August 6, deter- 
mined the legislative basis for such 
works. The Inspector of Public Works 


was summoned to form a general plan 
of a railway system in the island of 
Luzon. On November 11 this task was 
undertaken by Don Eduardo Lopez 
Navarro. The lines to be constructed 
were classed under two heads: first 
those of general public utility to be laid 
down either by the State or by sub- 
sidised companies, the concession in 
this case being given by the Home 
government; and secondly, those of 
private interest, for which concessions 
could be granted by the Governor 
General. In 1885 the Government 
solicited tenders for laying the first line 
of railway, from Manila to Dagupan. 
The subsidy offered by the Govern- 
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ment amounted to about $7,650 a mile, 
but on three occasions no tender was 
forthcoming, either from Madrid or in 
Manila, where it was simultaneously 
solicited. Subsequently a modified 
offer was made of a guaranteed annual 
interest of 8 per cent. on a maximum 
capital of $4,964,473, and in October, 
1886, the contract was taken up by a 
London firm of contractors which in 
February, 1888, issued the prospectus 
of the Manila Railway Co. Ltd.—From 


‘The Philippine Islands,’’ by John 
Foreman, 1890. 
* * * 


4 BROAD-GAUGE RELIC 

An interesting reference to broad- 
gauge coaching stock is made in a letter 
from a correspondent who relates that, 
after the final conversion in 1892 of 
the remaining Great Western main lines 
from the 7 ft. to the 4 ft. 84 in. gauge, 
his father bought a disused first class 
coach body for £5. It was a short 
vehicle, with only four compartments, 
but the width was sufficient to accom- 
modate six passengers aside. Our cor- 
respondent’s recollection of this coach 
is that it was beautifully made, only 
the best qualities of wood having been 
used in its construction. Later the 
coach body was sold to a local farmer, 
who used it as a store hut; but since 
then it has gone up in the social scale, 
for at present, though fully sixty years 
old, it is serving as a bungalow—a 
tribute to the excellence of Swindon 
coach-building in those bygone days. 


* * * 


WITH HER BUNKERS EMPTY ’ 

It isn’t often a crack passenger 
train is forced to stop because she runs 
out of fuel,’’ we read in a cutting from 
the American Railroad Magazine. 
‘* But such a thing happened the other 
day to the Coronation, the L.N.E.R.’s 
latest streamliner, when making her 
run of seventy miles an hour from 
Edinburgh to 


London. Batt 
ling against 
strong head 


winds all the 
way on_ her 


recently in- 
augurated six- 
hour express 
service be- 


tween the two 
capital cities, 
the Corona- 
tion glided to 
a standstill at 
Hitchin, after 
her last shovel- 
ful of coal had 
been thrown 
into the roar- 
ing fire, and 
her bunkers 
were empty. 
She was unable 
to proceed as 
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far as her next regular stop, Newc:stle, 


so another engine was sent raciv» to 
the stranded flier, was coupled to 
her, and towed her on to London, «;rriy- 
ing only a few minutes late.’’ To tow 
the Coronation from Hitchin to 1g’s 


Cross via Newcastle and to rive 
‘“ only a few minutes late ’’’ must have 
put all previous records of speec and 
haulage well in the shade! 


* % % 

The B.B.C. announces tha. on 
Saturday, August 5, in the tel ion 
programme there will be a demoi:-tra- 
tion of locomotives by Colone! R 
Henry, Vice-Chairman of the del 
Railway Club. 

* * x 


Captain J. R. Bulmer, Senior Cap- 
tain of the L.M.S.R. fleet, who retires 
on August 1 after 48 years at se be 
gan his seafaring career under sail, and 
joined the Irish Cross-Channel service 
in 1900. He has had some exciting 
adventures in his long career, especially 
during the war. Once his ship was 
steaming along in a thick fog when he 
suddenly heard the whistle of another 
Both ships immediately altered 
course and managed to avoid what 
would have been a collision, but by so 
narrow a margin that the flagstatf of 
Captain Bulmer’s ship was carried 
away by one of the other ship’s boats. 
Captain Bulmer considers the introduc 
tion of the wireless direction-finder and 


vessel. 


the echo-sounding machine the most 
notable improvement from a_ naviga 
tional standpoint which has taken 
place during his life at sea. 

* * ” 


We are indebted to Mr. E. J. Missen 
den, Traffic Manager, Southern Rail- 
way, for sending us the _ interesting 
season ticket we reproduce below It 
will be seen that it was issued by the 
Isle of Wight Railway in 1880, and 
authorises the conveyance of a dog be- 
tween Ryde and Shanklin. The ink 
endorsement reads: ‘‘ The dog_ to 
travel in Guard’s van if found to be 
unpleasant to passengers.’’ We may 


add that our reproduction is full siz 





Dog season ticket issued by the Isle of Wight Railway 
in 1880 
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OVERSEAS RAILWAY AFFAIRS 


(From cur special correspondents) 


ARGENTINA 


Road Transport of Grain 
ng evidence of the way in 
road transport is depriving the 
s of their grain traffic is fur- 
by the latest figures issued by 
tional Grain and Elevator Board, 
show that a greater proportion 
( in is now being carried by road 
t by rail. During the year 1938, 
98.550 tons of grain were conveyed to 
ort of Quequen, or 73 per cent. 
total tonnage shipped from that 
which is served by _ the 
I G.S.R., as against 68.9 per cent. 
937. Other ports in the southern 
where a notable increase in the 


tonnage of cereals carried by road 
transport was registered were Mar del 
| - and Arroyo Pareja, near Bahia 
| a, the total amount transported 


the latter port by road being 85,000 
A remarkable increase in the 
road transport of grain is also recorded 
the case of the port of Santa Fé, 
re the amount carried by this means 
ring 1938 was 44 per cent., as com- 
d with only 15 per cent. in 1935. 
During 1938, 17,945 motor vehicles 
rries and trailers) entered the port 
led with linseed; 16,929 vehicles 
h maize, and 2,945 vehicles with 
it. On the other hand, in the 
irio zone, the quantity of grain 
ried by road during 1938 was only 
380,000 tons, or 16 per cent. of the 
i, as compared with 20 per cent. 
1937. 


Growth Stimulated by National 
Roads 
fhe grain board attributes the steady 
wth of road transport partly to the 
tem of national roads, which is 
dually extending over the republic, 
| partly to the comparatively short 
distances which have to be traversed 
in Argentina, where the average dis- 
tance to the nearest port is between 
160 and 200 km., as compared with 
such countries as Canada. There the 
rage distance from the main pro 
ducing zones to, say, Fort William or 
Port Arthur, is about 1,500 km., trans- 
rt costs being approximately double 
se entailed by the carriage of Argen- 
ne grain. The grain board states that 
it intends to conduct an inquiry into 
t increasing use of road vehicles for 
carriage of the Argentine crops. 
[The figures quoted above by a 


Government department furnish 
ther strong argument in favour of 
the application of the long-delayed 


National Transportation Law, to enable 
the railways to meet such severe and 
growing competition from the roads on 
more equal terms than at present. 


Rebuilding of Transandine Railway 
Work on the reconstruction of the 


above railway is slowly but steadily 
proceeding, the section between Men- 





doza and Cacheuta being practically 
finished. The running of a provisional 
train service between these points, 
which had been contemplated, has been 
postponed for the present, in view of 
the small number of tourists travelling 
over the route at this season of the 
year. The plans for the reconstruction 
of the section between Uspullata and 
Punta de las Vacas are now ready, and 
arrangements for beginning work be- 
tween Cacheuta and Uspullata have 
been completed. It is stated that work 
will shortly begin on the section be- 
tween Cacheuta and Km. 55, and it is 
expected that before the end of the pre 
sent year work will be in hand on the 
section between Km. 55 and Uspullata. 


El Rapido Express now One-class 
and Pullman enly 

An important modification has been 
introduced into the composition of the 
Central Argentine El Rapido express 
between Buenos Aires and _ Rosario. 
Hitherto composed of first and second 
coaches, this train is now made up 
exclusively of one-class vehicles in addi- 
tion to the customary Pullman and 
dining cars. As a result of this innova- 
tion, new tariffs have been introduced 
for the one-class accommodation, the 
single fare between Buenos Aires and 
Rosario being reduced to $10.00 in- 
stead of the first class rate of $15.00 
previously charged; while the return 
fare between these points is now $16.00, 
instead of $25.00 as formerly.  Pas- 
sengers with one-class tickets can make 
the return journey any time within 7 
days, with the option of utilising the 
State Railways diesel service between 
Buenos Aires and Rosario. The tariff 
for the Pullman car continues to be 
the ordinary first class fare, plus the 
usual supplementary seat charge of 
$5.00. 


UNITED STATES 


New P.RR. New York—Chicago 
All-coach Express 

On July 28 the Pennsylvania Railroad 
will inaugurate a daily all-coach night 
service in each direction between New 
York and Chicago. The new trains on 
this service will be known as the Trail 
Blazer in each direction, and will be 
booked to cover the 905 miles in 17 hr. 
westbound and 17 hr. 25 min. east- 
bound. Ultra-modern interior car de- 
signs and conveniences will be pro- 
vided, including reclining seats of the 
individually - adjustable type, moder- 
ately-priced meals in specially designed 
dining cars, an observation lounge with 
buffet, radio programmes, and freedom 
from disturbance for ticket checking 
after lights have been dimmed for the 
night. 

The ordinary return coach; fares 
recently introduced will be payable 
with no supplement for the special 
features of these trains, namely, at the 
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rate of 1-7 cents, little more than ?d-, 
a mile, or $30.9 for the round trip ; 
hitherto the return fare has_ been 
$45.38. 

During the pericd of the New York 
World’s Fair, the eastbound Trail 
Blazer, after a stop at the Pennsylvania 
terminal in that city, will run on to the 
World’s Fair station, arriving at 9.30 
a.m., thus allowing a full day at the 
Fair. The following are the skeleton 
schedules of these trains : 

Westbound Eastbound 
} E World’s Fair , 9.30 a.m, 

6.25 p.m. New York ... .. ? 8.55 a.m. 
| 7.57 p.m. N. Philadelphia | 7.08 a.m. 

10.25 a.m, Chicago ; | 2.30 p.m. 

Initially each train will consist of 
eight cars, including one of the latest 
twin dining car sets, which, like the 
buffet-lounge observation car will be 
streamlined ; to provide flexibility to 
meet expansion of traffic, the other cars 
will not be articulated. 


Rolling Stock Orders Improve, 
but still Far below Normal 
Orders by the railways of new roll 
ing stock and other materials have 
risen materially over the depths of last 
year. In the first half of the present 
year they placed orders for 150 engines, 
135 coaching vehicles, and 9,000 freight 
cars. This was double the number of 
locomotives ordered in the first half of 
1938, and an increase of 13 per cent. 
in freight cars and 26 per cent. in 
coaching stock. But the paucity of the 
railways’ replacement and renewal pro- 
gramme may be gauged by comparing 
these figures with normal annual re- 
placement figures, which should be at 
least 1,200 each for locomotives and 
coaching stock and 75,000 for freight 


Cars. 


RHODESIA 


Railway Lorry Services Maintained 
Despite Bogging 

With the abnormal rains throughout 
Southern Rhodesia road travel in Feb 
ruary and March became extremely 
difficult, and the railway road motor 
services operated under extraordinary 
conditions. The lorries were constantly 
bogged or held up at rivers, the trips 
in some instances taking up to two days 
for a normal schedule of a few hours, 
while one lorry left Umtali on March 6 
and reached Fort Victoria (187 miles) 
on March 11. The General Manager in 
paying a tribute to the staff for main- 
taining the transport services in such 
discouraging circumstances, remarks 
that the motor drivers have acquired 
unique experience in the technique of 
de-bogging their vehicles. 


Level Crossing Protection 


In common with other countries 
attention is being paid in Rhodesia to 
the protection of level crossings, and 
as a start the Rhodesia Railways are 
providing flashlight warning signals at 
four of the busiest crossings in Salis- 
bury and four in Bulawayo; the latest 
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type of red flashing lights operated by 
track circuits is to be adopted, as ex- 
perience by the South African Rail- 
ways has shown that this method of 
protection is the most satisfactory to 
minimise accidents. The eight crossings 
are all unattended. 


Order for New Garratt Locomotives 

Che Rhode 
placed an order with Beyer Peacock & 
Co. Ltd., of Gorton, Manchester, fo 
four new 4-6-4 4-6-4 Garratt 
tives, to supplement the 10th 
4-8-2 type engines working the Mafeking- 
Bulawayo section, laid with 60-lb. 
rails Speeds of 45 to 50 m.p.h. are 
required on the level, 
speeds of 20 to 25 m.p.h. on grades of 
1 in 80 with 550-ton trains. It was not 
found possible to fulfil these conditions 
with a larger type of conventional loco- 
motive, which would be too heavy, and 
the Garratt type was therefore chosen. 
The boilers of the new engines will be 
very similar to those of the ‘‘ 16th ’”’ 
class Garratts. Due to the light rail on 
the Mafeking section, special attention 
paid to balancing in the 
new engines 


INDIA 


Train Falls into Breach 
At 2.30 am. 


recently 


] 


Railways 


k Como 


"’ class 


and minimum 


has been 
design of the 


on June 28 the engine, 
three wagons, and _ three 
bogie coaches of No. 33 Delhi—Dehra 
Dun mixed express fell into a breach in 
the line, caused by heavy rainfall, be- 
tween Chandpur-Siau and = Haldaur. 
[This accident was briefly described in 
the news columns of our issue of June 
30—Ep. R.G.| The breach occurred 
near a 2-spans-of-2 ft. culvert, where 
the bank is about 4 ft. in height only. 
Various reports place the number of 
killed at 8 and 10 and the injured at 
21 or 22 Ihrough traffic was diverted 


covere d 


by an alternative route and _ local 
traffic was carried on with tranship- 
ment 


CEYLON 


Container Baskets for the Railway 
A scheme for the 


consignments of 


carriage of large 
parcels in container 
baskets in trains is being considered by 
authorities, so as to offer 
facility to the 


the railway 
an additional 


biggei 


shops and _ storehouses in Colombo, 
which regularly despatch parcels by 
train to Nuwera Eliya, Kandy, Ban 


darawela, and Diyatalawa. When the 
parcels are placed in these container 


baskets, made of cane, there will be 
greater security for the parcels and less 
risk of damage in transit. It is ex 
pected that the bigger shops will 


favour the proposal. 


Closing of the Uda—Pussellawa 
Section 
The Committee of Communications 
and Works has recommended that the 


Uda—Pussellawa section, previously 


mentioned in these columns, be closed 
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as from January next. It is estimated 
that the resulting annual saving will 
be at least Rs. 76,000, and on the capi- 
tal side there will be over Rs. 500,000 
saved which otherwise would have to 
be spent in the near future on rolling 
stock and permanent way renewals, as 
well as the value of railway buildings 
that will be available for sale. 


Reduction of Staff 

Savings of Rs. 1,250,000 are antici- 
pated from reduction of staff on the 
This proposal, made by the 
Retrenchment Commission, has been 
accepted by the Railway Department 
on the assumption that there will be 
no appreciable increase of traffic, and 
that if there is a marked improvement 
in traffic, consequent on the introduc 
tion of the new Motor Ordinance, it 
will be essential to augment the staff 
at stations and goods sheds. 


FEDERATED MALAY 
STATES 


Air-conditioned Coaches 

During the month of May two air- 
conditioned buffet and two air- 
conditioned — sleeping were 
placed in service on the day and night 
mail trains respectively between Kuala 
Lumpur and Singapore. The four 
vehicles were assembled in the railway 
workshops at Sentul. The under- 
frames and air-conditioning plant were 
imported from England, but the steel 
panelled bodies and the interior decora- 


railway 


cars 


saloons 


tions and furnishing of the vehicles 
are of local design and manufacture. 


Teak and local timbers have been used 
largely in their construction. Each 
vehicle weighs approximately 37 tons. 


Buffet Cars 

In each of the buffet cars seating for 
18 passengers is provided on chairs of 
tubular stainless steel, upholstered 
with patterned repp. There is a cock- 
tail bar at one end of the vehicle, com- 
plete with suitable seating, and a re- 
frigerator underneath the bar counter; 
kitchen accommodation is also 
provided. 


Sleeping Saloons 

The sleeping saloons are upholstered 
in patterned repp in shades of brown 
and green. They provide sleeping 
accommodation for 8 persons and seat 
24 passengers when converted for day 
use. Compartments are arranged in 
four pairs with communicating doors 
between each pair; these doors can be 
opened only by the operation of 
handles on both sides of the door. 
Toilet cabinets of polished stainless 
steel and non-blistering Roanoid sheet- 
ing are provided in each compartment. 


Lighting and Air-conditioning 

Electric lighting of all vehicles in- 
cludes the provision of modern lamp 
shades, eliminating glare. Double win- 
dows are fitted, the outer ones of 
special glare- and dust-proof glass 
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which prevents the passage of it 
from the exterior of the coaches Nl 


coaches are insulated so as to r e 
noise to a minimum. Smoking j 
mitted in all air-conditioned co 


as it has been found that the cont l 
changing of the air by the air 


ditioning plant ensures the elimin n 
of an atmosphere obnoxious to ” 
smokers. 


NEW SOUTH WALE; 
Rolling Stock Programme 

The Government Railways’ 1 g 
stock building programme includes 
five new 4-6-2 type express locomot 
similar to the ‘‘ 36”’ class, but 
bodying the latest improvements 
form five new tourist trains, 35 l 
cars are being built; 18 existing rs 
are also being converted to 
type. A further 24 electric motor cars 
and 24 trailers are being constructed 
to supplement the Metropolitan 
vices in peak hours. 

Automatic couplers have recently 
been fitted to another 1,000 goods 
vehicles, bringing the total numb: 


cor! r 


equipped up to 14,000. Orders for 25 
goods brake vans and 500 24-ton “ U’ 
type wagons have now been completed 


and the vehicles placed in service 


Remarkable Safety Record 
It is now over 12 years since the last 
fatality occurred due to an acciden 
to a train, a wonderful record of safe 
working on the Government Railwa 


VICTORIA 


New Locomotives 

The new ‘‘H’”’ class 4-8-4 
Pocono) passenger locomotives which 
are to be built to obviate the necessity 
for double-heading on the heavily 
graded Melbourne—Ararat section of 
the Adelaide route, will have three 
cylinders and a tractive effort of 55,000 
lb.; their tenders will carry 14,000 gal 
of water and 8 tons of coal. Seven of 
the ‘‘X”’ 2-8-2 two-cylinder 
goods engines, fitted with boosters, are 
service. The programme ol 
includes 20 ‘‘K”’ 


class 


now in 
construction 
goods engines. 


class 


Rail Welding 
New 90-lb. rails are now welded into 
standard lengths of 225 ft. and 360 ft 
and the rails they release in relaying 


are welded into 180-ft. lengths for 
secondary lines. Over 40,000 welds 


have already been made by the flash 
butt process, without a single failure 
having occurred in the track. 

So successful has been the flash-butt 
welding machine installed in the Spots 
wood permanent way depot, that the 
Commissioners have ordered a smaller 
and semi-automatic welder, and this 
has now been erected at Newport 
workshops. The new welder will deal 
with rolled steel sections and locomo 
tive tubes besides rails. 
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ree 


The overlap system used on 


the night of September 20, 1938, two all-steel 
express trains were involved in a disastrous head- 
on collision at Tortuga, California, a passing place 
main line of the Southern Pacific Railroad between 
\ngeles and New Orleans. In describing the acci- 

and its effects* we referred to the system of single- 

\utomatic signalling in use on the Southern Pacific 
it lroad, although it had no direct bearing on the mistake 
e by the employee responsible for the collision, who 
ed one of the expresses into the other, which was 
ding at a passing loop, by reversing the facing points 
the last moment. By the courtesy of Mr. A. D. 
Donald, President of the Southern Pacific Company, 
ire enabled to reproduce the accompanying diagram, 
wing the signalling arrangements at Tortuga and the 
idjacent stations. 
he principle adopted is that of the plain overlap or 
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SINGLE-LINE AUTOMATIC SIGNALLING IN U.S.A. 
the Southern Pacific Railroad 


distance between loop home signals is short enough, 
only one track circuit is provided, but at the longer loops 
two are installed. The points are worked from pad- 
locked hand-lever stands on the ground equipped with 
switch contact boxes which shunt the track circuit ahead 
of the adjacent home signals when the points are moved 
from normal, thus putting the relative signals to danger 
and holding them there irrespective of the condition of 
the line. ‘he signals have electric lamps, approach lighted. 
Reversing the loop points therefore lights the adjacent 
starting signals. Distant signals are provided for the 
loop home signals, and where necessary for starting sig 
nals also, but not for intermediate block signals. It is 
stated that a great many signal tests are made each month 
to see that adverse signals are properly obeyed, and that 
a failure to respect one is very rare. 

The following rules governing the observance of auto- 





OO  ba-p-------------- -. 
, Saw LINES SHOW THE CONTROL LIMITS OF THE SIGNALS 


straight’’ system, with normally clear two-position sema- 
ore signals (light signals have been used for new work 
in recent years). In the overlap system the signals are 
ntrolled by ordinary direct-acting circuits, as on double 
the control limits being, however, overlapped 
sufficiently far to ensure that opposing trains are stopped 
thout risk of collision should they enter a single line 
section between loops through some mistake. The train 
running is, of course, regulated by the standard American 
operating rules, subject to timetable conditions, &c., 
ind train dispatchers’ orders, and the signals are provi- 
led to afford block signal protection and not to regulate 
the use of single-line sections as such. 
[he overlap system of single-line automatic signalling 
is the earliest form of such working proposed. Later 
vhat is known as the “ absolute-permissive ’’ system was 
introduced, in which the starting signal at a loop is con- 
rolled up to the next loop for opposing train movements, 
it for following ones only as far as would be necessary 
the line were double. Many railways in America adop- 
| this arrangement, which also found favour in some 


es, 





the British colonies; but others, the Southern Pacific 
mong them, adhered to the earlier straight system, 


hich does not involve any special circuit combinations 
cluding stick relays. Mr. A. D. McDonald writes that 
we consider our signal system entirely adequate and 
tisfactory.”’ 

Reference to the diagram will show that the main line 
track-circuited throughout, but not the loop, or siding 
ies as thev are called, at the passing places. When the 
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UNTIL A TRAIN HAS PASSED BEYOND THE TRACK C/RCUIT DIVISION MARKED BY THE DOT THE SIGNAL /S HELD AT DANGER 
REVERSING A PAIR OF LOOP POINTS SHUNTS THE TRACK CIRCUIT IN WHICH THEY ARE SITUATED 


Typical diagram showing single-line automatic block system, Southern Pacific Railroad 


matic signals displaying a ‘‘ stop ’’ indication are of in- 
terest, in view of the prominence given to the subject in 
recent years in Europe :— 

509. When a block signal indicates ‘‘ stop,’’ train 
may, without stopping, proceed with caution, not exceed- 
ing twelve miles per hour, under the following conditions: 


(a) To enter siding where the switch is not more than one 
thousand feet beyond the signal and it can be seen that no 
opposing train has passed the next home signal governing 


such opposing train; or that an opposing or preceding train 
has stopped, or is moving prepared to stop, clear of the route 
to be used. 
(6) To enter a yard when the switch is set for the receiving 
track and the route is clear to the fouling point of the switch. 
(c) To continue on the main track when meeting or passing 
a train when the view of track is clear to the point where 


fouled by the train which is taking siding, or when the 
engineer is informed by a member of the crew of the train 


to be met or passed that the stop position of the signal is 
caused by the train to be met or passed being partly in the 
siding and not clear of the main track. 
Under all other conditions, train, after stopping, will pro- 
ceed as follows: 

(d) On single track, when a preceding train 1s seen in the 
block, and the intervening track is seen to be clear, proceed 
at once with caution, not exceeding twelve miles per hour. 

(e) On single track, except as provided in paragraph (d), 
when the next home signal, in either position, next distant 
signal in clear position, or a sign indicating end of block or 
block system limit, is in view and the intervening track 
seen to be clear, proceed at once with caution, not exceeding 
twelve miles per hour. When not so in view, send a flagman 


1S 


ahead immediately, wait at least five minutes after he has 
started, and then follow, keeping at least one-fourth mile 
behind him until he reaches such viewpoint. 

(f) On double track, proceed at once with caution, not 


exceeding twelve miles per hour. 
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Under paragraphs (e) and (f) speed of twelve miles per provisions of this rule will not apply, and Rule 513 
hour must not be exceeded until the rear of train. has govern. 
passed the next signal, or sign indicating end of block 509 (G). A flagman, preceding a train stopped | 
or block system limit. signal, must watch for broken rails or other defect 


A block signal with metal disc displaying letter “ G track, and when train is authorised to proceed wit 
attached to signal mast will be known as a “Grade 4 flagman in advance both engineer and fireman 


Signal.’’ 

When a ‘‘ Grade Signal ’’ indicates “‘ stop,’’ train may 
proceed without stopping, provided paragraphs (a), (e), 
and/or (f) be complied with. 

A block signal with a triangular number plate is actuated 


watch for such defects. 


the block. 


509 (H). The engineer of a train entering a block 
prescribed by rule 509 will be held responsible for 
accident caused by encountering a train or obstructir 


by some special protective device. Special action is re- 
quired, as specified by instructions in timetable, when 513. When a number plate is reversed showing y« 
signal indicates ‘‘ Stop.”’ and signal indicates ‘‘ stop,’’ train may, without stopp 


When a number plate is reversed, showing yellow, the proceed with caution through the block. 








AUTOMATIC LOCOMOTIVE FUEL REGULATION 


A system controlling the supply of coal and its 
distribution in the fireboxes of engines fitted with 
mechanical stokers 


A* interesting system for automatic regulation of the allowed to escape from the block by the pipe 8 t 


coal fed to a locomotive firebox by a mechanical auxiliary engine driving the fuel feed and by the pipe 9 


stoker has been developed by M. Juljan Madeyski, to the fuel distributor. 


of the Polish State Railways. The principle is that steam The operation of the differential system is as follé 
taken from the main steam pipe, and exhaust steam from Steam from the main steam pipe is brought to 


the blastpipe, are made to act on a special differential differential control by a tube 10 and 


admitted 


system of valves which control the flow of steam from the inside of the hollow piston rod 6. Holes in 
regulator to an auxiliary engine driving the fuel feed the piston rod allow the steam to flow into the spac« 


into ( 
the end 


I 


mechanism, and to the distributor system which distributes between the end of the piston rod 6 and the cap 3, and 
the fuel in the firebox. The most interesting portion of to press on the end of the piston rod. 


this system is the differential valve arrangement. This 


This pressur 








































































































comprises a valve block 1 (Fig. 1) on to one end of which 3 14 «| 7 
a cylinder body 2 is screwed. The former contains the 1 
valves which regulate the steam flow, while the latter | 
houses the differential controls of these valves. The end 
of the cylinder body is covered with a cap 3. Two 
valves, 4, 5, are provided, the former controlling the 
flow of steam from the regulator to the auxiliary engine 
actuating the feed, and the latter the flow of steam from I z A 16 
the regulator to the distributor system. Both of these eee , ay = 
valves are firmly bolted on to the end of the piston rod oes Bh ee 8 
6, and move together. When they are raised, steam enter- t : —tf}— i — 
ing the valve block from the regulator by the pipe 7 is | Ly 
; efris wf 
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; , open the valves 4, 5, but is not sufficient actually 
them. This is accomplished by steam from the 

ne, taken by a tube 11 to the differential control. 
ys this through a valve 12, and presses against a 
13 cast in one piece with the piston rod 6. — The 

d pressure of the steam against the piston and 
essing against the piston rod, are balanced by a 

14 which presses against the piston 13. The 
ons in steam pressure in the blastpipe, therefore, 

1 variation in the balance between the steam 

re entering the differential system by the tube 11 

he pressure of the spring 14. The greater the 

ire in the blastpipe, the further is the piston 13 

down, and hence the wider the valves 4, 5 will be 

d, feeding more steam to the fuel feeding mechanism 
listributor. However, when the pressure in the blast- 
drops, the piston 13 is kept back by the spring, and 

alves 4, 5 again close. 

order to render the system sensitive to the pressure 
he steam in the boiler as well, the steam from the 
m pipe entering the differential system by the tube 10 
on a small piston 15 which slides inside the piston 
6. The rod 16 of this piston ends in a terminal 
on 17 subjected to the pressure of the steam entering 
valve block from the regulator. This small piston is 

in equilibrium by a spring 18 which connects with 
piston rod 6 by means of the ring 19 and with the 
ll piston rod 16 by the ring 20. Normally the two 

s of holes 21, 22 are covered by the piston when it is 

equilibrium. If, however, the pressure in the boiler 

s below the normal maximum, the small piston 15 

ves to uncover the holes 21 so that additional pressure 

escape from the inside piston rod 6 and press on 
piston 13, thus opening the valves wider and 
elerating the fuelling. On the other hand, if the pres- 
ire of steam in the boiler rises above normal, the small 

iston 15 is moved so that it will uncover the holes 22, 

is permitting the steam pressure inside the piston 6 to 

ape to the underside of the piston 13 so that it adds its 
force to that of the spring 14 and tends to close the valves, 
lowing down the fuelling of the locomotive. 

\s already mentioned, the outlets from this system of 
ilves run to an auxiliary steam engine driving the fuel 
feed and the fuel distributor. This auxiliary engine is 
erely a small steam engine of ordinary design 23 which 
drives an Archimedes screw type feed. Two screws 24 
lie on the top of the coal in the tender and convey it 
slide 25 down which it falls into the intake of a 
rew type crusher 26. This crushes the coal to about 

size of a walnut and feeds it into the bottom of a 
screw 27 which raises the coal up to the level of 
the door of the firebox. The fuel distributor is fixed to 

lower part of this door. Coal from the screw 27 
enters the two chambers 28, 29 (Fig. 2) of the distributor, 
ud from here it is moved by the pressure of steam 
riving at the distributor by the pipe 9 and escaping by 
he nozzles 30 into the admission chambers 31, 32, the 
pper surfaces of which are curved so as to guide the coal 
moothly into the firebox. 

Placed above and around the sides of the admission 
hambers 31, 32 are two guides 33, 34, each of which 
wings on a pivot 35 in a horizontal plane. The move- 
nent of these guides, therefore, tends to prolong or 
shorten the distance the coal travels through the ad- 
chamber, and at the same time changes the 
osition of the outlet from the centre of the firebox door 
to the sides; the coal enters at the centre when these 
uides have swung back entirely behind the walls of the 
idmission chamber, and at the sides when the guides, 
having swung out into the firebox, have extended the 
idmission chamber to its greatest length. This system 
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28 22 3/ 29 
permits a regular distribution of the coal over the whole 
width of the front of the firebox. 

The system is driven by a rod 35 from the auxiliary 
engine 23, which also operates the coal feed. This 
operates a shaft 36, provided with guide threads so that 
as it turns, it also moves along its axis, alternately back- 
ward and forward. In this way a bevel gear 37 on the 
shaft 36 is alternately brought into contact with another 
bevel gear 38 on the shaft of the guides 34, and then 
disengaged from it. During engagement the guide is 
moved outwards so as to guide the coal into the corners 
of the firebox. As soon as the gears become disengaged 
a spring pulls the guide smartly back out of the firebox 
and behind the walls of the admission chamber. The 
system, therefore, avoids subjecting the guide, which is 
necessarily of light censtruction, to the excessive heat in 
the firebox for a longer time than is necessary. 

M. Madeyski claims that it not only solves the problem 
of regulating the amount of fuel very exactly to the 
needs of the engine and the condition of the draught, 
but also that of obtaining an even distribution of the 
fuel in the firebox, and thus inducing a greater efficiency. 
Tests are still in progress, so that it is not possible yet 
to say exactly to what extent this system permits of fuel 
saving. 








3RITISH STANDARD SPECIFICATIONS FOR WROUGHT IRON. 
—The British Standard for wrought iron for use for rail- 
way purposes has recently been revised and the scope ex- 
tended to cover wrought iron for general engineering pur- 
poses. It is now B.S. 51-1939. The requirements for 
best Yorkshire iron are issued in a separate publication, 
B.S. 858-1939. B.S. 51 now includes the three grades 
only, namely, A, B, and C. The mechanical properties 
have not been altered but the wording has been improved 
to remove a number of ambiguities. Copies of these 
specifications can be obtained from the British Standards 
Institution, 28, Victoria Street, S.W.1, price 2s. each. 
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ELECTRO-MECHANICAL SIGNAL BOX IN 





July 28, 193: 


FRANCE 


Small handles for controlling electric signals, 
combined with “ half-revolution ” levers for points, 


provide a compact layout 


FEW years after the war the former Paris—Orleans Britain this principle has, of course, long been know 
Railway, in conjunction with the Etablissements the Sykes electro-mechanical apparatus, of which t 
Saxby at Creil (Oise), introduced at certain stations are only a few examples left. The large one at Vict 

an electro-mechanical signalling system, which was found (Central), Southern Railway, has now been replaced 


so satisfactory that it was in due course adopted at quite a full power installation. 


a number of places. The mechanical levers for operating The French Saxby electro-mechanical system was 


points and facing point locks were of the so-called ‘‘ halt- adopted outside the 


Paris—Orleans system, and 


revolution ’’ type, frequently seen on the Continent, in accompanying illustration shows the St. Lazare, Pa: 
which the whole of the locking frame is above the floor, signal box of the former State system of lines, which w. 
ind the point rodding is driven by rack-and-pinion gear. visited by the members of the Institution of Raily 
Instead of using similar full-sized levers for controlling Signal Engineers during their summer meeting in 193 


electrically operated signals, small three-position handles The construction 


both the “ half-revolutio 


were provided, and these, mounted at convenient intervals mechanical levers and the small signal handles can 
among the large levers, and operating mechanical lock- clearly seen. The latter can move on either side 
ing in the usual manner, saved much space. In Great central normal position, and they serve to select si; 





Interior of electro-mechanical signal box, St. Lazare terminus, Paris, showing 
** half-revolution ” rack and pinion levers for points, and miniature handles for 
electric signals. The foot contacts for electric lever locks are also shown. The 
chief signalman seen on duty, M. Grellier, was recently made a member of the 


Legion of Honour 


for different directions of ti 
In certain cases, subsidi 
handles, of the same ge! 
form but able to occupy u 
ten different positions, are 

to enable conditional lockin 
be eliminated. 

As only one stop si 
(signal carré) is provided 
France as a home signal whi 
routes diverge, a large ami 
of conditional locking becor 
necessary at times if only 
lever is allocated to this sign 
the use of several levers 
enable straight locking to 
used would waste space.  T! 
multi-position handle is ther 
fore added to achieve the sai 
object. It acts on a so-called 
Lebeau ‘‘ route cylinder,”’ 
rotary framework in which thi 
various locking pieces for th 
different combinations are fitte: 
these pieces respond to th 
movements of the small selecto: 
handle, acting as locking el 
ments when the signal handle 
itself manipulated. The lockin 
mechanism is of the grid typ¢ 
still favoured in France. 

It is understood that this sys 
tem has proved very satisfactor) 
in service. It forms a variatioi 
of the ‘‘ gear lever ’’ found ™ 
some old mechanical installa 
tions in Great Britain, such 4s 
Waterloo ‘‘A,’’ London & 
South Western Railway. At 
the St. Lazare terminus, Paris 
all signals are now colour-lights. 
and the lines are completels 
track-circuited, the approach 
lines being fitted with automatic 
signalling in the suburban 


area. 
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This section appears at four-weekly intervals 
? Cartage and Containers STD (Leyland Titan diesels) remain at 100, but the type 


has now made its entry into the Country department 
with 14 units. Of TD type Leyland Titans there are 
now only 35 petrol-engined double-deckers in the whole 
fleet, whereas a year ago there were 111 in the Central 
fleet and 20 in the Country fleet, in addition to 9 double- 
deck TD diesels and 2 petrol single-deckers. One type 
which has disappeared entirely is the TR (Leyland petrol- 
engined Tiger) of which there were 5 private hire coaches 
a year ago. Another disappearance is the R type (A.E.C. 
petrol-engined Reliance) of which the Country depart- 
ment had 33. On the other hand the TF type, a Leyland 
single-deck coach with a flat diesel engine, is now an 
important unit of the board’s fleet. A year ago the type 
was represented by one experimental coach, whereas now 
there are the 12 private hire coaches in the Central fleet 
which we described in our issue of June 2, and also 58 
in the hands of the Country department, part of the 75 
far as Preston in the north and Buxton in the beimg built for Green Line service. The introduction of 
Containers have shown a remarkable increase the TF type to Green line service has also resulted in 
umbers and the extent to which they are used. At the whole of the Green Line coaches being equipped with 
end of 1938 they numbered 15,521, as against 1.574 diesel engines. A year ago there were 208 petrol-engined 
1928. From 1930 to 1934 the number of journeys by 1 type coaches at work and only 160 diesel-engined T, 
‘iners increased by 146 per cent. The 1938 figures Whereas the modernisation of this fleet has resulted in 
wed an increase of 41 per cent. compared with 1934. the withdrawal or conversion of all the petrol-engined T. 
The total of the whole fleet this year is 6,182 as against 
6,204 a year ago and 6,266 in 1937; this means that the 
fleet has remained virtually constant, as in some cases 
5 in previous years, we have compiled a table showing _ higher-capacity vehicles have replaced obsolete types. The 
the composition for the bus fleet of the London Central bus fleet is 5,138 (against 5,142) and the Central 
senger Transport Board classified departmentally, and coaches 44 (against 46). In the Country department the 
under types of vehicles, motive power, 
passenger accommodation. We are in- 
‘ted to the board’s officers for their kind 


t REVIEW of freight services and equipment recently 
sued by the British Railways Press Office shows that 
cattage services are now operated by 10,367 

and goods motor vehicles, and there are 11,163 

y horses and 24,823 railway horse vehicles. Coun- 

’ rry services connecting railway centres with out- 
country districts, hamlets, estates, and farmsteads 
from 2,822 stations, and in a number of instances 
premises up to 20 miles from the railway station. 
ising use is being made of mechanical horses, of 
there are now some 4,000 in service. In connec- 
with their railhead distribution services, the rail- 
will arrange if desired to furnish delivery vans 
ing trade names, with drivers in the livery of the 
concerned. Raithead distribution services cover 
300 towns and villages within a radius of 20 miles 
Newcastle-on-Tyne, and in the Manchester area ex- 


Composition of the London Bus Fleet 


LICENSED BUSES AND COACHES AT JUNE 3), 1939 


[ype of Body 


peration, for without this it would not (Double-deck Central Country 
possible for this annual table to include Tvpe at Beas or 

1 comprehensive details, which our ex-  Typé cadliC Wana single-deck) 

ience shows to be widely appreciated by AD os 

lers in various parts of the world who yg errag Buses | Coaches | Buses | Coaches 


following with interest the standardisa- 
policy of London Transport as exempli 


by its road fleet. Obviously: it is im- 5S! \.E.C. Regent (Petrol) | D/D 48/54 | 1,011 126 
hi a ae " a E ;. tae \.E.C. Renown (Petrol) D/D 54/60 353 | 
ss1bDle »’ Sc ~ ‘ql - ” “ : : - . . 
) le to satisfy the requirements of widely 7 SEC Renown (Oil) D/D 36/60 | 869 
erent types of service without having m1 \ EC. Renown (Petrol) | S/D 30/35 | 192 24% 
fleet numbers of vehicles with special 1 \.E.C. Regal (Petrol) | S/D 26/32 54 24 
racteristics, but a close scrutiny of the 1 \.E.C. Regal (Oil) S/D 30/34 5 of 287 
aioe - : : : STL \.E.C. Regent (Petrol) | D/D 50/60 424 
ompe g table : that a hig rae aa hed é 
mpanying table will show what . hi h STL | AEC. Revent (Oil) D/D 48/56 | 1,983 169 
ree of standardisation has been achieved STD Leyland Titan (Oil) D/D 55/56 100 14 
how many of even different types oi TD Leyland Titan (Petrol) | D/D 50/56 35 
cles adhere to standard characteristics © A.E.C | a i 
see ; ( 7, re S/D 35 
differ only as far as is necessary to meet a.eA (Petrol) _ 
; — me ona QO A .E.( (Oil) D/D 5l l 
ice requirements. The total of ST type ¢ LEC (Oil) S/D 32/37 57 124 51 
trol-engined double-deck buses remains un- BD Bedford (Petrol) | S/D 20 8 
nged, but the LT double-deck units are © Leyland Cub (Oil) S/D 20 23 4 7 
4 a a vl ¢ Ie S/D 20 8 
ng converted rapidly from petrol to oli a Leyland Cub (Petrol) 5/I : 
a piste - a CR Leyland Cub rear engine S/D 20 | 
[hus 757 petrol and 467 diesel a year (Oil) | 
have now become 353 petrol and 869 DA Dennis Dart (Petrol) | S/D 17/20 32 
sel. The STL stock has increased from 1! Leyland fiat engine S/D 33/34 12* 58 
- - ; Oi 
334 to 2,407 and of these only 424 are now (Oil) ae 
trol-engined (against 574 last year) whereas Total ~ ¥. ” _. 15,138 44 604 | 396 
diesel total of 1,760 a year ago has now 
n to 1,983. In the Central area the * Private hire + Interstation buses 
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total of buses has risen from 570 to 604 but the Green 
Line coaches have dropped from 446 to 396. To those 
particularly concerned with the maintenance of large stan 
dardised fleets we would recommend a comparison of 
the figures in the whole series of tables, which we have 
published annually since 1936. 


Organising Road Transport for an Emergency 


CRIS centres change, and tension mounts and falls, 

“but preparation for an emergency whencesoever it 
may spring is being steadily pursued. Last February the 
Ministry of Transport scheme for the emergency organisa 
tion of road transport was set in motion, and “A, 
“ B,”’ and “‘C”’ licence holders were asked to form 
themselves locally into groups of 25 to 50 vehicles; at 
the same time every operator was requested to furnish 
particulars of his vehicles for the information of thx 
aiea traffic commissioners. It has now been announced 
by the Ministry of Transport that at the end of May 
particulars of 441,700 vehicles—nearly 90 per cent. of 
the total affected—hnad been supplied. <A 
practically 100 per cent. was received from the Northern 
and East Midland traffic areas of England and the Northern 
and Southern areas of Scotland. The Metropolitan, South 
Eastern, and North-Western areas were below the average. 
By the end of May, 7,468 groups had been formed, com- 
prising 316,850 vehicles or about 65 per cent. of those 
affected. Again the two Scottish and the East Midland 
areas showed the best response, sharing this distinction 
with the Eastern Traffic Area. The Northern and South- 
Eastern areas were also above the average. It is again 
emphasised that should a fuel rationing scheme have to 
be introduced in an emergency, it will not be possible to 
allocate supplies for vehicles which do not figure in the 
register. 


response Oj 


Gas-Driven Vehicles 


RENEWED interest is now being taken in France in 

the possibilities of ordinary domestic gas as a source 
of power for motor vehicles. Several papers on the sub- 
ject have lately been read before the Société des Ingenieurs 
Civils de France, and reproduced in the journal of that 
body. One author, M. Schereschewsky, recalled the first 
important experiments in this direction undertaken in Paris 
in 1926, as a result of which it could be claimed that 
gas was not only a substitute for petrol, but a carburant 
possessing certain qualities in a higher degree than other 
types. Gas-driven engines have an excellent output, thanks 
to the high compression which is possible. Impetus to 
their development has been given in some countries in 
the last three years by the policy of reducing imports 
of fuel, and a census taken a year ago showed that Ger- 
many had ten thousand vehicles driven by 
various kinds. Berlin, for example, has had experience 
for six years in the operation of double-deck buses by com- 
pressed gas. Some practical details on the operation of gas- 
driven vehicles were given in another paper by M. Venot. 
It is the usual practice, he said, for the gas to be stored 
in hydrogen-type cylinders, each containing about 318 

ft. of gas at a pressure of 2,845 lb. per sq. in. This 
is equivalent to about 1-2 gal. of liquid fuel. The empty 
weight of each cylinder is about 1 cwt. Usually the 
cylinders are carried longitudinally or transversely on the 
chassis, or occasionally on the roof. In certain lorries 
they stand vertically behind the driver’s cab. The number 
of cylinders required for normal service on a commercial 
vehicle is calculated on the basis that about 60 cu. ft. 
of gas correspond to 1} pints of liquid fuel. Gas does 


gases ot 


not pass direct from the storage cylinders to the 
(or carburettor), but is taken through a decompressor | 
feeds the engine with a supply at constant pressure. 
from providing for the equipment already noted, thi 
cipal requirement in converting a petrol vehicle { 
is to raise the compression of the engin by fitting dill 
pistons or modifying the cylinder heads. At the conc] 
ot his paper M. Venot enumerated 195 commercia 
driven vehicles of various types at present runnin 
different French cities, of which 40 (including one C 
are in Paris, and 20 (including one Rochet-Schi 
bus) are in Lyons. 


DUS) 


The Road-Rail Conference 


ONE of the most important features of the Trans; 
~ Advisory Council’s report on the railway compai 
application for a ‘‘ square deal,’’ the agreement 
recorded between them and the road haulage inter 
This undoubtedly facilitated agreement being reached 
a number of other interests and, therefore, pending 
introduction of legislation to implement the council’s 
commendations, the manner in which the road-rail a 
ment is being worked out by the two parties is of 
siderable interest. It will be appreciated that 
replacement of competitive conditions by any 
stantial measure of collaboration is likely to have 
reaching effect upon transport services generally. 
aim of the two sides is the establishment of an entirely 
new set of conditions under which both transport organisa 
tions will function in a co-ordinated manner, and it is « 
that pending legislation both parties are endeavouring ‘to 
and Kail 


Was 


make the utmost possible progress. A Road 
Central Conference, with joint chairmen and joint se 
taries, has already been established for the purpose of 


settling the basis on which voluntary rates agreements « 
be entered into in regard to merchandise traffic by 1 
and rail. It is suggested that all such agreements shall 
after the new legislation has been passed, be submitted 
for sanction to a tribunal before whom traders will ha 
the right to appear. The road and rail representatives 
have agreed, however, to enter into conferences wit! 
traders before such agreements are put forward for official 
sanction, with the object of securing joint agreement and 
avoiding disputes before the tribunal. The task befor 
the central conference is one of magnitude, involving th 
creation of a common classification of merchandise as 
basis of correlated road rail structures. This 
involves reducing the present 66 classes in the railwa 
classification to something like six or eight and fixing 
appropriate scales of charges and uniform conditions ©! 
CalTlage. 

The conference is meeting monthly at the Ministry of 
Transport and has appointed sub-committees to conside1 
and report upon such matters as classification, conditions 
of carriage, general purposes, and licensing. These sub 
committees have already met on several occasions, but it is 
manifestly impossible ior the central conference to do mor 
within a reasonably limited time than agree the general 
conditions of carriage, and lay down broad principles 
During the present month, therefore, regional committees 
—composed of an equal number of road and rail repr: 
sentatives—have been set up in each of the twelve traffi 
areas of the road licensing authorities. Until legislation 
is passed, the committees will be powerless to enforce thei 
decisions, and hence the goodwill of all concerned is essen 
tial to progress in the interim period. A committee will 
review the road and rail rates charged for the principa! 
streams of traffic in its area, and make recommendatioiis 
to the central conference as to their correlation and adjust 


and rates 
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f they are considered uneconomic. In the case of 
tance traffic, this task will involve consultation 
er regional committees and, pending the creation 
ereed classification, considerable care will be neces- 
prevent the regional committees acting on lines 
\ 1ayv embarrass other regions or the central con- 
fe _ The committees will also deal with matters affect- 
e licensing of road vehicles. The railways have 
given an undertaking that they will drastically 
their opposition to applications for certain licences 
sting road hauliers for two years after they receive 
freedom. They have since indicated that, as a 
yf goodwill, it is proposed to reduce forthwith the 
er of cases where they at present oppose certain 
tions for the renewal or small extensions of road 
es [his action should facilitate co-operation, but 
xtent to which these regional committees can function 
ssfully remains to be seen. Prima facie it seems 
ible that, until an agreed classification is evolved, 
extensive correlation of rates in the various regions 
present serious difficulties. 


Transport in Malaya 


1 HE first report has now been published of the 
Federated Malay States Transport Board, covering 


eriod July 30, 1936, to December 31, 1938. The 
| was appointed by the High Commissioner on 
\ st 27, 1937, under the provisions of the Road Traffic 


tment, 1937. Its jurisdiction extends only to the 
Federated Malay States of Perak, Selangor, Negri 
Sembilan, and Pahang. In considering the transport 
lems of the Federated Malay States, however, it is 
possible to leave out of account the transport com- 
cations between the Straits Settlements (Singapore, 


Malacea, and Penang including Province Wellesley) and 
Unfederated States of Kedah and Johore. The 
Federated States have an area of 27,540 square miles with 


pulation of 2,052,729, whereas Malaya as a whole 
an area of 53,240 square miles with a population 
f 5,137,470. A Transport Licensing Enactment was 
ssed on December 11, 1934, based on the recommenda- 
ms of a committee appointed to consider ways and 
ins of increasing the revenue of the Federated Malay 
States Railways by eliminating the uneconomic competi- 
of road transport. It provided for the control of 
mercial road transport by a Central Transport 
Licensing Board and local boards. Owing to the diffi 
of finding a suitable officer to undertake the task 
etting up the new licensing machinery this enactment 
not brought into operation. Mr. S. W. Nelson, an 
ul of the Ministry of Transport, was seconded from 
Home Civil Service in July, 1936, for this purpose. 


Ieanwhile, a joint committee on which the Federated 
Malay States and the Colony were represented, had been 
set up to prepare comprehensive motor legislation. On 


his arrival Mr. Nelson was immediately appointed to 

on this committee. In order to avoid delay it was 

ded that the Federated Malav States Government 

should proceed at once with the revision of its transport 

laws, leaving the Colony to modernise its legislation at 

ire. As the Transport Licensing Enactment was 

d to be unworkable, an entirely new Bill was drafted 

d largely on recent British road traffic legislation, 

| provisions to meet conditions in Malaya, and 

passed by the Federal Council on June 29, 1937. 

Phi provisions of the new enactment came into effect on 

January 1, 1938, except those relating to compulsory 
irance which came into force on July 1, 1938. 

(he Transport Board set up under the new enactment 


special 


is concerned mainly with the co-ordination and control 
of means of and facilities for transport. The Chairman 
(Mr. S. W. Nelson, A.M.Inst.T.), as the only whole-time 
member, is the licensing authority. Part 3 of the report 
contains a most interesting description of the hirecars, 
the most popular unit of road passenger transport, 
generally owner-driven. At first they were entirely un- 
regulated, the vehicles were generally in poor condition, 
breakdowns were frequent, and passengers were at the 
mercy of the driver. Then the hirecar drivers formed 
unions among themselves, but uneconomic competi- 
tion continued and the standards of maintenance were not 
improved. 

The steady and tactful work of the licensing authority 
has now resulted in the co-operative provision of road 
services by the existing vehicle owners. Fifty companies 
with a total nominal capitalisation of $3,345,000 
were formed during 1937, and by the time that the 
Transport Board’s licensing system came into operation 
on January 1, 1938, the rationalisation of the bus 
industry had been virtually completed. On the subject 
of road and rail passenger services the report suggests 
that, with the fixing of economic road fares and the 
raising of the standard of bus operation, the railways 
should be able to compete on a fair basis with road 
Once these conditions had been attached, 
limitations should not be placed on the number of road 
vehicles used. Different conditions might arise on trunk 
services where the traffic was mainly through traffic, which 
might equally well be catered for by rail. A further 
measure of protection has been afforded to the railways 
by limitations imposed on the length of bus services on 
the main north-south road which is never far from the 
railway. A list is given of the more important road 
services. The main trunk road in the Federated Malay 
States from Parit Buntar to Gemas (approximately 330 
miles) has been divided into thirteen sections for licensing 
purposes, the longest of which is the 42-mile section 
connecting the capitals of Selangor and Negri Sembilan 
(namely Kuala Lumpur and Seremban). This is the 
longest competitive road service. There are three other 
competitive services aggregating 77 miles, of which the 
longest section is 33 miles. Road services which do 
not compete with the railways cover approximately 
S06 miles, and most of these sections are well above 
42 miles. 

The control of goods vehicles is effected through the 
medium of carrier’s licences (A, B, and C). The 
licensing authority has not yet exercised his powers to 
attach to carr:er’s licences conditions governing wages, 
conditions and hours of employment, and the rates to be 
charged. The fact that most goods vehicles are owner- 
driven would render any wage condition largely ineffective. 
The enforcement of conditions relating to rates would 
present special difficulties, and it is not proposed to embark 
at present on the building up of a rates structure for 
the road transport industry. Unscrupulous rate cutters 
cannot long exist under present operating conditions, and 
most of them have already been eliminated. In dealing 
with the first renewal applications for licences, the 
licensing authority has extended the use of a condition 
under which the carrier is given freedom of movement 
anywhere in the Federated Malay States save that his 
use of the main trunk north-south road is restricted to a 
defined section. The new ‘‘ Zoning ’’ method of control 
has the advantage of preventing the growth of wasteful 
competition with the main railway whilst 
preserving the freedom of the road carrier to expand his 
business in non-competitive fields. |The report contains 
a general consideration of the road and rail problem, which 
puts many questions but gives no answers. 


services. 


services 
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THE LARNE-STRANRAER MOTORCAR FERRY 


New facilities for rapidity and ease of handling at both harbours 


HE value of the Larne—Stranraer route, affording as 
it does a rapid and direct link with the whole of 
Northern Ireland, was further enhanced on July 8 

with the entry into service of the Princess Victoria, a diesel- 
driven ship with direct loading facilities for motorcars. 
[The Princess Victoria is able to carry up to 80 cars 
on one deck, and the arrangement is such that cars go 
aboard under their own power. It is, however, due to 
the planning of the special ramps at Stranraer and Larne 
that such a speedy rate of discharging as 80 cars inside 
20 minutes can be achieved. 


The Stranraer Movable Ramp 


The movable ramp at Stranraer is 60 ft. in length and 
has a maximum grade of 1 in 10. It is in the form 
of a through bridge and has two landing flaps each 10 ft. 
in length, each flap being half the width of the main 
1amp. The whole structure is welded so as to keep down 
the weight. The ramp itself is counter-balanced by weights 
so that very little power is needed in raising or lowering. 
The movable ramp and landing flaps are manually 
operated, while the main ramp can be adjusted to suit 
the different tide levels at intervals of 12 in. When ad 
justed, the ramp is locked by two separate bolts operated 
by one hand lever. These take the whole weight of the 
ramp. The locking lever is interlocked with the gate at 
the shore end of the ramp and with one of the landing 
flaps. 

Before the locking lever can be drawn to unbolt the 
ramp it is necessary to close the gates and withdraw an 
Annetts key. It is also necessary to raise one of the land 
ing flaps a sufficient distance to prevent cars from getting 
on to the ramp from the ship before another key can be 
inserted in the lock of the locking lever. In this way, 
two keys are needed to free the locking lever which ensures 
that the ramp is protected at both ends before the locking 
bolts are withdrawn. When the second key is withdrawa 
the landing flap is locked in its raised position. Thi 
shore end of the ramp gives access to an extensive ca: 
park, which involved the use of about 9,000 cu. yd. 
of hard material. This filling is extended for an average 
distance of 300 ft. along the pier and over 80 ft. seawards 
from the side of the old pier. 

In making these arrangements for car traffic due con 
sideration was given to speedy unloading of the 
siderable quantity of live cattle sent from Northern Ireland 
Alterations in this direction have entailed shifting the lin: 
of the original cattle gangway to bring it to the seaward 
side of the car park, which means crossing the line of 
outlet for cars leaving the short ramp by means of 1 
portable gangway. This portable section is disinfected 
in the same way as the main gangway so that, at no 
time, is there any risk of cattle coming into contact with 
a non-disinfected surface on their way to the sheds. When 
not in use, entrance to and exit from the cattle gangway 
is barred by gates, and, to enable pedestrians to cross the 
gangway when cattle are passing along it, a footbridge has 
been provided. A platform for mail traffic and an en 
larged entrance are other innovations in the station itself. 

The work of preparing the car park and altering th 
line of the cattle gangway was carried out by the staff of 
the District Engineer, Mr. C. Marsden. P. & W. MacLellan 
of Glasgow carried out the contract for the movable ramp 
while Jackson, Brown & Co., of Glasgow were responsible 


con 


for the timber piling work to carry the ramp; the 
work was done to the requirements and under the 
vision of Mr. A. H. McMurdo, Divisional Engine: 
Scotland, L.M.S.R. 


The Larne Movable Ramp 

As at Stranraer, the ramp at Larne is designed to o| 
directly on to the deck of the Princess Victoria 
states of the tide. It is constructed in two portions 
prising a main ramp 70 ft. in length, hinged at the ( 
end, with an end ramp or drawbridge 11 ft. in lengt! 

a 4 ft. flap for lowering direct on to the ship’s deck 
ramp has been tested to carry two 10-ton vehicles ti 
ling along together on its length at 10 m.p.h. and br: 

One of the difficulties which had to be overcome 
was that it was necessary to allow for ra 
(of both 5 ft. 3 in. and 8 ft. gauges) to b 
the ramp at right angles when the ramp was 
in use. Two sets of rails have been let into the s 
across the ramp and locking bolts fitted so that wh« 
in use the main ramp can be locked in the hori: 
position. In view of this the ramp and locking gear 
to be designed to carry a load of 25 tons when lock 
this position. 

The minimum clearance under the gallows is 15 
at all states of the tide, thereby allowing double k 
buses to be run on to the ship if desired. The ramp is 
lowered and raised at a speed at 5 ft. a minute. 
factor of safety of all ropes is 8. The equipme 
electrically operated throughout, though provision is 1 
for hand operation if necessary. The main ramp is he 
and lowered by means of two 12} h.p. slip-ring to 
enclosed weatherproof Crompton Parkinson motors 
nected together electrically to operate in synchron 
located in winch houses on each side of the main gall 
frame. The end ramp is operated by a 10 h.p. slip- 
totally-enclosed weatherproof Crompton Parkinson n 
installed in the machinery room inside the main ram] 

The main control point is located in one of the wi 
houses where push-button switches for the various mot 
are mounted on the side of an Allen West control pa 
At the commencement, both the main ramp and thi 
ramp are controlled by the operator in the winch ho 
by means of push-button switches. Once the end ra 
has come to rest on the ship’s deck the control is, howev: 
entirely automatic, and by means of switches in 
machinery room inside the main ramp the ramp is hoist: 
or lowered in accordance with the and fall of 
tide. A powerful spring and dashpot is provided to t 
up any fluctuations due to waves. All motions are p1 
tected against over-running or faulty operation by mea 
of shunt and series limit switches. 

The ramp was constructed, and erected on the site 
Spencer (Melksham) Limited, the provision of the ne 
sary foundations, and the installation of the wiring beir 
carried out by the railway company’s own staff. 1 
ramp was designed, and installed to the requirements 
Major Malcolm Speir, Manager N.C.C. Section, L.M.S.R 
by Mr. F. G. Marshall, Electrical Assistant, under tl 
direction of Mr. M. Patrick, Locomotive Superintendet 
and Mr. N. C. Cain, Civil Engineer. 

The Princess Victoria is the first L.M.S.R. diesel cro 
channel passenger ship, and is the first large motorshij 
in any of the fleets of the British railway companies 
Propulsion is by means of twin screws driven by two set: 
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thove: Details of electrically-operated movable 
ramp at Larne for loading and unloading motorcars 
to and from the ms. “Princess Victoria.” When 
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Right: General arrangement plan of Larne 
Harbour pier showing berthing arrangement and 
the new moveable motorcar loading ramp. Most 
of the railway lines shown are of mixed 5 ft. 3 in. LARNE HARBOUR 
and 3 ft. gauge 
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of directly-reversible, single-acting, two-stroke, solid injec- 
tion Sulzer engines. The vessel, which was built by Wm. 
Denny & Bros. Ltd., of Dumbarton, to the specification 
of Captain J. W. Harris, R.N.R., the L.M.S.R. Marine 
Manager, has the following principal dimensions :— 
305 ft. 

48 ft. 

16 ft. Gin. 

19 knots 


Length, b.p. Sh 
Breadth (moulded) 
Depth (moulded) 
Speed F 


The Princess Victoria has accommodation for approxi- 
mately 1,500 passengers, and the appointments include, 
in the first class, a limited number of private sleeping 





Cars coming on board at Stranraer 
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The mo‘orcar stowing arrangements on lower deck of the ms. ** Princess Victoria.” 
this deck. and the cars are lashed down by steel hawsers secured to the floor 








Two car turniables are provided on 


cabins, dining saloon, smokeroom, and lounge; and in 
the third class, dining saloon and lounge. Electric lighting 
is provided throughout and most of the auxiliary machinery 
units are electrically worked ; power is furnished by three 
diesel-driven dynamos. Mechanical systems of ventilation 
have been installed in all passenger and crew quarters, 
whilst all the latest precautions for the safety of life, 
including up-to-date fire-detection and fire-fighting equip- 
ment, have been adopted. 
The services being maintained by the Princess Victoria 

are as under : 

8.5 a.m., Larne to Stranraer, Fridays and Saturdays only. 

10.8 a.m., Larne to Stranraer, Fridays and Saturdays excepted. 
2.50 p.m., Larne to Stranraer, Fridays and Saturdays only. 
11.20 a.m., Stranraer to Larne, Fridays and Saturdays only. 
7.0 p.m., Stranraer to Larne (7.20 p.m. Saturdays). 


‘ars for shipment by these services should be alongside 
at least forty minutes before the advertised time of sailing. 
Previous to the introduction of the motorship Princess 
Victoria and the installation of the ramps, motorcars both 
at Stranraer and Larne were slung by cranes and as, 
even by this method, no fewer than 5,450 cars were con- 
veyed on the route last year, there is every promise that 
the better facilities, adding as they do to the ease with 
which motorists will be able to arrange cross-channel 
tours, will result in an important addition to the traffic. 








SWANSEA CARTAGE FLEET.—Swansea is a co-ordinated 
station so far as goods services are concerned, the G.W.R. 
having taken over the L.M.S.R. interests. The total ton- 
nage dealt with during 1938 (including docks traffic but 
excluding coal) amounted to 562,977 tons forwarded and 
616,339 tons received. Employed in the business of co!- 
lection and delivery of goods over an area of five miles 
radius from the station is a cartage fleet of 92 vehicles. 
Of these, 40 are motor lorries, 30 are trailers, and 22 
are horse-drawn vehicles. They convey a traffic of ap- 
proximately 90,000 tons annually. Swansea is an impor- 


tant railhead distribution centre from which deliveries are 
effected over an area of appreximately 25 miles. 
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THE RT TYPE BUS, LONDON TRANSPORT 


A new double-deck diesel vehicle intended to 
be standard in London for some years to come 


| as our July 14 issue, at page 46, we recorded the intro- 


duction of a new type of double-deck diesel bus 

designed by the London Passenger Transport Board 
and the Associated Equipment Co. Ltd., for London ser- 
vice. In planning the new vehicle, to which the type 
letters RT have been assigned, the designers have had in 
mind the production of a vehicle to set the standard for 
many years to come. Every worth-while feature con- 
ducive to ease of control, smoothness of running, ease of 
maintenance, and long life, has been considered and, if 
regarded as an asset, incorporated in the new design. The 
general layout is orthodox, since London Transport engi- 
neers believe that a rear entrance prevents a different posi- 
tion of the engine being satisfactory. In consequence, the 
engine, the gearbox, and the rear axle are in the customary 
positions. 

A noteworthy change has been made in the frontal de- 
sign, with the aim of improving the visibility of the driver. 
During recent years there has been a tendency towards 
higher radiators and bonnets, which have curtailed the 
driver’s vision from the near side. The board has gone 
the other way on its new flat-engined coaches in providing 
excellent near side vision, and the RT is very similar in 
this respect. The radiator has been dropped sufficiently 
to allow a man of average height to look into the radiator 
filler, and the bonnet also is lower than usual. The 
steering column has been moved forwards and the driver 
is seated both higher and more forward, so that now he 
looks down to the ground at a far steeper angle than for- 
merly. The ventilation is assisted by large front 
ventilators, one above the windscreen of the cabs and one 
in the scuttle; by sliding glasses in the nearside cab emer- 
gency window; and by the customary provision of a 
sliding door on the offside. 

Compressed-air operation of both the braking and gear- 
changing controls lessens the usual physical effort required. 
A gear control on the steering column, working in a gate 
after the manner of the system now common on American 
motorcars, preselects the required gear on the self-changing 


ogiitines 
ee gee a 
: ~ Sa 


gearbox, in conjunction with which a fluid flywheel is 
used. A direct-injection diesel engine is employed and as 
large a bore as is permissible without encroaching on body 
space has been adopted. With a 120 mm. bore cylinder 
adequate power for present and possible future require- 
ments is available and still a considerable reserve remains 
before the emission of smoke. No auxiliaries other than 
the water pump and fuel pump are carried on the engine. 
A cardan shaft driven from the timing gear runs alongside 
the offside of the engine and drives the dynamo, the air 
compressor, and the fuel pump, which are arranged to be 
accessible under the gangway. 

The body construction is of a new type in double-deck 
construction, although it is used extensively on the board’s 
single-deck vehicles. All waist rails, etc., are built up from 
standardised metal sections and, generally, the attributes 
of wood and metal have been carefully intermingled, par- 
ticularly in view of London Transport service conditions 
and maintenance experience. The design promotes the 
most rapid repair after accident and enables work to be 
localised. The body pillars are set further apart than in 
previous practice, with resultant improved visibility. Half 
drop windows with winding control are used on both 
decks. The board’s design of metal-framed chair, with 
Dunlopillo fillings and moquette and leather upholstery, 
is standardised. The staircase has been modified to give 
more room and the emergency window on the upper deck 
has a different type of control. On the experimental 
vehicle RT1, seating is provided for 55 passengers (26 
on the lower and 29 on the upper deck), but the standard 
type will accommodate 56. 

Destination and number indicators have been improved 
by the addition of a service number above the front bulk- 
head window as well as that in the roof canopy, and of a 
large clear route number indication on the near side in 
the rear body pillar, a similar indication on the opposite 
side, and the removal of the rear number box to the roof 
canopy. In all, five indications of route number, three 
of route traversed, and two of destination are given. 
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London Transport Country Services 


The development and organisation of a department which maintains 30 garages, 
and operates 214 bus and 34 coach services in an area of some 1,295 square miles 


rg\HROUGHOUT the world, and in all branches of 
t transport, there is a tendency towards grouping. 

Sometimes this is the result of voluntary action and 
can take place at a time and in a manner suitable to 
the parties, but often such grouping springs from Govern- 
ment action and is required to take place on an “ appoin- 
ted day.’’ The road services of the London Passenger 
Transport Board provide examples of both types of pro- 
cedure, for the Central Bus Section is mainly the result 
of voluntary amalgamations under the e@gis of the old 
London General Omnibus Co. Ltd., whereas 
the Country Bus and Coach Section in its 
present size and form is largely a product 
of grouping under the London Passenger 
Transport Act of 1933. 

What is known as the Central Bus Sec- 
tion operates a large fleet, of buses in red 
livery, almost entirely inside the boundary 
of the Metropolitan Police District, and is 
the direct successor to the old L.G.O.C. 
That organisation, although without statu- 
tory powers (other than for a pooling of 
receipts with the tube and District railways), 
was the result of a voluntary merger in 
1908 of the principal motorbus companies 
serving the Metropolis. Subsequent absorp- 
tions, and working agreements with Thomas 
Tilling Limited, Tilling & British Automo- 
bile Traction Limited, and the Tramways 
(M.E.T.) Omnibus Co. Ltd., left the 
L.G.O.C. immediately after the war in com- 
plete control of the London motorbus ser- 
vices, and its organisation was planned and 
developed on this basis. The position was 
vulnerable, as the law at that time did 
not discourage newcomers, and from 1922 
onwards large numbers of small independent operators 
entered the field. Subsequent restrictive legislation de- 
terred fresh entrants, and many of the “‘ independent ’’ 
proprietors then formed themselves into larger units. Most 
of these afterwards passed into the hands of the L.G.O.C., 
which thus possessed, at the time the London Passenger 
Transport Board was formed, an organisation with a 
digestive capacity easily adequate to absorb without 
modification the 51 independent operators with 268 buses 
that were transferred compulsorily. None was taken over 
on July 1, 1933, when London Transport began its opera- 
ting life, and the transfers actually became effective on 
various dates between November 1, 1933, and December 
5, 1934. , 

Between the boundary of the Metropolitan Police District 
and the limit of the London Passengér Transport Board’s 
area are some 1,295 square miles, operated almost entirely 
by Country Bus services. The full title of the department 
‘Country Buses and Coaches,’ as it is also respon- 
sible for the Green Line coach services, which cover prac- 
tically the whole of the board’s area but suffer from the 
legal disability of being permitted to pick up passengers 
within the Metropolitan Police Area at certain stops only. 
[his department of the board’s activities—unlike the Cen- 
tral Bus Section—provides an example of grouping rather 





than absorption. In all, the Country Bus and Coach Sec- 
tion now operates 214 bus services and 34 coach services, 
and maintains 30 garages. The section employs a staff 
of 4,574, excluding the engineering staff. Comparatively 
few of these bus services had been organised by the 
L.G.O.C., although some were under the same financial 
control when London Transport was formed. 

Shortly after the war the L.G.O.C. adopted the policy 
of arranging for its bus services on the outer edge of its 
area (and in the main outside the Metropolitan Police 





The first motor bus to ply between Boxmoor station and Watford. This 
route was opened by the old L.N.W.R. on September 1, 1913 


District) to be maintained on its behalf by other companies 
with which it had working agreements. The two most 
important of these operating agreements came into force 
in the summer of 1921; one was with the East Surrey 
Traction Co. Ltd. and was dated July 7, 1921, and the 
other was with the National Omnibus & Transport Co. Ltd. 
and was dated July 21, 1921. The latter operating agree- 
ment actually took effect from June 1 of that year when 
a group of L.G.O.C. services in the neighbourhood of 
Watford (taken over in July, 1914, by the L.G.O.C. from 
the old London & North Western Railway) was transferred 
to the National company, which worked them thereafter 
as operating agent. This arrangement was afterwards ex- 
tended considerably, and at the beginning of 1924 applied 
to 64 vehicles. When the L.G.O.C. bought the Hertford 
& District Motor Omnibus Services from Harvey & Burrows 
in June, 1924, this business was also turned over for 
National working. Further depots in the north and east 
of the London area were opened from time to time and 
the total of vehicles under the plan increased to 119 at the 
beginning of 1927 and 139 at the beginning of 1930. 

A smaller, but generally similar, arrangement was made 
in respect of the western outskirts of London with the 
Thames Valley Traction Co. Ltd. under an agreement of 
April 20, 1922. On June 14 of that year two L.G.O.C. 
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The old garage at Amersham of the Amersham & District Motor Bus & Haulage Co. Ltd. 


services based on Uxbridge were handed over for Thames 
Valley operation, and subsequently further routes inaugu- 
rated under the scheme. At the beginning of January, 
1929, the L.G.O.C. resumed its own operation of the 
Uxbridge group of services, but on June 1, 1930, again 
transferred one route (Uxbridge to West Wycombe) to the 
operating agency of another company, this time the Amer- 
sham & District Motor Bus & Haulage Co. Ltd. That 
company had been formed just after the war, and was 
developed as a purely local enterprise until 1929, when 
the L.G.O.C. arranged to take a large financial interest 
in it. Accordingly, the whole of the 6 per cent. cumulative 
preference shares and half of the issued ordinary shares 
were allotted to nominees of the L.G.O.C. on August 26, 
1929; but this did not amount to control. 

The East Surrey Traction Co. Ltd., with headquarters 
at Reigate, was actually the organisation which provided 
the basis for the present Country Bus and Coach Section. 
Until 1929 it continued to be an independent company, but 
that portion of its business which was conducted on behalf 
oi the L.G.O.C. assumed ever-increasing importance, and 
in June, 1929, the L.G.O.C. acquired a controlling interest 
in its shares. Already (in February, 1928) the East Surrey 
had secured control of Autocar Services Limited, of Tun- 


bridge Wells, and in August, 1929, the L.G.O.C. rounded 
off the position by buying the outstanding Autocar shares. 
By 1931 preliminary plans were formed for re-organis- 
ing these various country service activities of the L.G.O.C. 
in expectation of the early passage through Parliament of 
the London Passenger Transport Bill. On April 1, 1931, 
two important L.G.O.C. routes (Morden Station to Dork- 
ing, and Erith to Dartford) were transferred to East 
Surrey operation, and in December of the same year the 
Slough—Beaconsfield service was acquired from the Great 
Western Railway after having been maintained with rail- 
way buses since March 1, 1904. Then on January 235. 
1932, the name of the East Surrey Traction Co. Ltd. was 
changed to London General Country Services Limited and 
steps were taken to terminate the arrangement in North 
London with the National Omnibus & Transport Co. Ltd. 
The National routes and rolling stock (then approximately 
150 vehicles) passed into the hands of L.G.C.S. on March 
1, 1932. The G.W.R. road motor services at Slough 
became L.G.C.S. property on April 10 of the same year. 
By May, 1932, the L.G.C.S. fleet totalled 402, of which 
200 were double deck buses, 164 single deck buses, and 
38 motor coaches. In addition the L.G.C.S. operated in 
a managerial capacity a fleet of 348 coaches on behalf 


This view of the Amersham garage built by London Transport shows the simplicity of the main building 
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-reen Line Coaches Limited, and a fleet of 59 buses 
27 coaches on behalf of Autocar Services Limited. 
ill be recalled, however, that, the Autocar fleet, which 
ted outside what became the London Passenger 
nsport Area, passed into the hands of the Southern 
lwav associate—the Maidstone & District Motor Ser- 

Limited—at the time London Transport began its 
ating life. 


Decentralisation and District Headquarters 


With the formation of the board in 1933 and the acqui- 

1 of 72 independent undertakings operating 284 

tes, the existing subsidiary company, London General 
ntry Services Limited, became the nucleus around 

‘+h the present Country Bus and Coach Section was 
developed. At that time the services and the fares of the 





View from the London Road of the main entrance to Northfleet garage. 


cation must be made to the appropriate traffic commis- 
sioners for a road service licence in exactly the same way 
as any other operator. 

The organisation of the Country Bus and Coach Section 
is designed to establish close touch between London Trans- 
port, the local authorities, the police, Chambers of Com- 
merce, local transport committees, and other representa- 
tives of travellers. To this end the services are controlled 
from seven district centres with offices at Amersham, 
Watford, Hertford, and Romford in the north; and 
Windsor, Reigate, and Northfleet in the south. In addi- 
tion, there is a central district with offices. at Leicester 
Square concerned solely with Green Line coaches. Local 
events are provided for, and special arrangements may 
be made with the district superintendents to advertise 
them in buses. A brief account of the Country Services 
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This is one of the 


seven district headquarters in the Country Area ; it was opened on July 7, 1937, and was 
described and illustrated in our issue of August 27 of that year 


various acquired businesses were not co-ordinated; in 
many areas the services were inadequate; and there was a 
quantity of unsatisfactory rolling stock on the roads. 
Owing to operating and geographical conditions, and to 
some extent to the type of traffic to be carried, there are 
points of difference between the Central and Country Ser- 
vices which are reflected in the substantial degree of de- 
centralisation of the latter. The section is under the 
direction of the General Manager (Country Buses and 
Coaches), assisted by the operating superintendent and the 
indoor superintendent. The operating superintendent’s 
office is represented by operating and traffic, staff and 
licensing sections, with a district superintendent in charge 
of each of eight areas. The indoor superintendent’s office 
deals with the preparation of time and duty schedules and 
vehicle allocation. So far as licensing is concerned, if the 
route is inside the board’s Special Area, where it possesses 
monopolistic powers, application for a route approval is 
made to the Metropolitan Traffic Commissioner; but, if the 
route is wholly or partly outside the Special Area, appli- 


organisation adopted by London Transport was included 
in our issue of October 25, 1935, when descriptions were 
given of four typical new garages in the area north of 
the Thames. South of the Thames, at Northfleet, is the 
most recently opened district headquarters and this we 
described in our issue of August 27, 1937. The largest 
of the Country Services garages is that at Reigate (the 
old headquarters of the East Surrey Traction Co. Ltd.) 
which has accommodation for 130 vehicles; that at Wind- 
sor runs it very close with a capacity for 120 units. 

To each of the seven country districts there is allocated 
as nearly as possible an equivalent number of staff and 
vehicles. Each area is in the charge of a district superin- 
tendent who reports direct to the operating superinten- 
dent, and is responsible for the operation of the services, 
the supervision of the traffic work at the garages and the 
road and depot staff, and reporting upon the suitability 
of the services. In each district there is a district inspec- 
tor stationed at every garage who reports to the district 
superintendent, and is responsible for the regulation and 
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One of the mobile inspectors, provided with motor cycles to en- 
able larger areas to be covered than is possible by bus and coach 


supervision of traffic in the adjacent area; the control of 
drivers, conductors, inspectors, and vehicles on the road; 
arrangements for special traffic; and reporting upon traffic 
changes and development. Ranking between the district 
inspectors and the drivers and conductors are the inspec- 
ting staff who are responsible, subject to supervision, for 
time-keeping, checking of conductors’ way-bills and _pas- 
sengers’ tickets, and taking such action as may be neces- 
sary to maintain the timetabled services. : 

In addition to the ordinary inspectors, there are mobile 
inspectors provided with motor cycles to enable them to 
cover greater areas and give wider supervision than is 
possible by bus and coach travel. A senior depot clerk 
at every garage is responsible to the district superinten- 
dent for the administration of the garage office, including 
the preparation of conductors’ ticket boxes, ticket punches 
and waybills, the receipt of conductors’ traffic takings, the 
payment of wages to traffic and engineering staff, and the 
preparation of reports and traffic returns. 

When London Transport undertook the organisation of 
this department of its activities, the provision of adequate 
garage accommodation was an important consideration. 
The existing garages at Hatfield, Luton, Swanley, High 
Wycombe, Leatherhead, and Windsor were reconstructed 
and new garages have been built at Addlestone, Amer- 
sham, Epping, Hemel Hempstead, Grays, Hertford, North- 
fleet, Staines, St. Albans, and Tring, whilst the old garages 
which were too small or inconveniently situated were 
closed. Bus and coach stations have been developed at 
Sevenoaks and Tunbridge Wells. A particular feature has 
been made of the fact that every new building has been 
individually designed and constructed to be worthy of its 
site and its district. 

The rolling stock has been improved by the withdrawal 
of old models and by the introduction of 330 new buses 
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and 180 new coaches. The whole fleet of buses and 
coaches is in a distinctive green livery; the buses be: 1e 
fleet name ‘‘ London Transport ’’ and the coaches ‘‘ Green 
Line.’’ On the coaches the comfort of passengers has n 
increased by the installation of heating and improved ven- 
tilation. Moreover, in arranging for the provision of t- 
able vehicles, the physical features of the route ar 
important consideration. On very narrow and tortuous 
roads small 20-seat vehicles with short wheel bases are 
used. Low bridges necessitate the operation of either 
single-deck buses or specially constructed low hi 
double-deck buses. Where physical conditions permit and 


the traffic is moderate but likely to grow, a double-deck 
vehicle is used, as the cost of operation is little higher than 


that of a single-deck bus, while the additional seat 
capacity during peak periods is invaluable. In 
where the traffic is sparse, such as agricultural districts 
20-seater one-man-operated bus is employed. 

Lack of co-ordination between the various acquired in- 
terests necessitated a comprehensive scheme for t! 
efficient and economical rearrangement of the services be- 
fore the Country Area was consolidated. After thorough 
investigation, co-ordinated traffic schemes were introduced 
in the Windsor, Slough, St. Albans, Watford, Amersha: 
High Wycombe, Gravesend, and Hertford districts. In 
every case they were designed to supply better regulated 
headways and more seating accommodation during the 
peak periods. 

Despite its wide powers, the London Passenger Trans 
port Board is subject to a number of restrictions on its 
activities, and the Green Line Coach services, for ex- 
ample, continue to suffer from the legal disability of being 
permitted to pick up passengers only at certain stops within 
the Metropolitan Police Area, as already mentioned. Even 
with that handicap, they are attracting large numbers of 
passengers. The institution of 6d. and 9d. fares outside 
the central area has proved to be popular, and in some 
parts where traffic is light it has been found possible to 
eliminate local bus services by introducing local fares on 
the Green Line coaches covering the sections of road. All 


areas 


stopping places for coaches are now properly marked—a 
greatly appreciated convenience. The marking of 
stopping places for Country Buses is now well in hand 


and large numbers of posts and stop plates have been fixed. 

In the organisation the staff has not been forgotten and 
their conditions of service and wages have been sub- 
stantially bettered. Drivers are normally recruited from 
men who have served as conductors; apart from providing 
a means of promotion, this system has the advantage 
that the men who become drivers are acquainted with the 
routes and the requirements of passengers. Special in- 
spectors termed inspectors (mechanical) are engaged for 
the purpose of training conductors as drivers and also 
for testing the ability of existing drivers. During the 
past two years 227 conductors have been trained and ap- 
pointed as drivers. Conductors are trained at lectures 
given at particular garages in the districts and also by 
practical tuition in service under the guidance of a 
specially-selected conductor. 








LEYLAND BusEs IN MUNICIPAL SERVICE.—Some interest- 
ing figures relating to municipal passenger transport in 
Great Britain are contained in a recent announcement of 
Leyland Motors Limited, in which it is stated that well 
over one-third, or 38:92 per cent., of the total number 
of motorbuses in British municipal service are Leylands. 
Of the British municipalities operating motorbuses and 
trolleybuses 76 per cent. use Leylands; and of the 82 
municipalities who work diese!-engined buses, 60 operate 
Leylands. It is claimed, moreover, that at least 39 per 
cent. of the diesel engines in municipal service are of 
Leyland manufacture. 
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A Diesel-Engined Shunting Tractor 


Low fuel-consumption, reduced maintenance and operating 
costs, and extreme mobility are its principal features 


S already pointed out by Mr. T. W. Royle in his paper 
A ‘‘ Marshalling Yard Modernisation *’ (reported in the 

March 24 issue of THE RAILWAY GAZETTE), shunting 
tractors are frequently used for moving and _ positioning 
wagons in the older type of yard, where space is limited, 
where sidings consist of short spurs, and where fairly con- 
stant attention is needed for moving small numbers of 
wagons. For such light duties it is more economical to 
move wagons in this way than by using locomotives with 
a capacity greater than necessary, while in many instances 
it is cheaper to employ tractors than horses. There are 
also the added advantages of rapid movement from one 
part of the yard to another, ability to handle both rail- 
borne and road-borne traffic when necessary, and the fact 
that tractors require only one man, plus an attendant 
tc look after coupling of wagons, turn points, apply hand 
brakes and so on. Hitherto, petrol engines have served 
almost exclusively as the means of propulsion, although 
more recently consideration has been given to the develop- 
ment of a suitable power unit consuming diesel fuel oil, 
and in this connection we illustrate the latest type of shunt- 
ing tractor, No. 27 P.S., manufactured by the Mercury 
Truck & Tractor Co. Ltd. 

This tractor, which is of exceptionally strong construc- 
tion, has handled with ease 15 to 20 railway wagons, 
totalling over 200 tons gross weight. The total weight 
of the vehicle is 3 tons 3 cwt., with room for extra ballast, 
and the driver’s seat is mounted over a 14-cwt. casting 
giving the required weight over the rear wheels. With 
an overall length and width of 10 ft. 9 in. and 5 ft. 3 in. 
respectively the tractor has a turning radius of 12 ft.; 
its wheel track is 4 ft. 6 in. and wheelbase 4 ft. Wheels 
are of disc pattern, running on Timken roller bearings 
and fitted with Trakgrip pneumatic tyres with dimensions 
of 27 in. by 6 in. (front) and 105 in. by 13 in. (rear). 
Girling brakes, operated by hand and foot, are used on all 
four wheels. The shunting and back plates consist of 0-5 in. 
boiler plates, 5 ft. 3 in. wide, bolted to the frame and 


strongly stayed. When wagons are being propelled, the 
front or shunting plate exerts pressure against one of the 
buffers, while for haulage purposes the drawbar on the 
back plate comes into action; the latter is a strong fitting 
which gives three positions for attaching a tow bar or chain. 

The motive power is provided by a four-cylinder 
Perkins Aeroflow Leopard II diesel engine, 105 mm. bore 
by 127 mm. stroke, swept volume 4-4 litres, 27-34 h.p. 
(R.A.C. rating); it has a very high torque at low speeds 
and is governed to give 24 b.h.p. at 800 r.p.m. and 46 
b.h.p. at 1,500 r.p.m. This engine is, moreover, extremely 
economical in use, having a fuel consumption of approxi- 
mately 2 gallons a day, which at the current price of 
diesel fuel-oil works out at less than a shilling, largely 
by reason by the fact that no tax is paid when diesel 
oil is used on shunting tractors. The engine is fitted with 
a C.A.V.-Bosch pump, two fuel filters, oil bath, and air 
filter. The gearbox is a heavy type with four speeds 
forward and one reverse, the ratios of which are: top, 
direct; 3rd. 2:4 to 1; 2nd 4:0 to 1; Ist 7-0 to 1; reverse, 
10-4 to 1; back axle, 12 to 1; the top speed is 12 m.p.i. 
The clutch is a Borg and Beck, with dry plate, and trans- 
mission is by Layrub propeller shaft to a worm drive live 
axle, which is specially built for use on this tractor and 
includes a robust differential. Cooling is by water pump 
and fan, combined with a special large gilled tube radiator. 
The fuel tank (pressure fed) has a capacity of 11 gal. 
Hand starting is fitted as standard, but a self-starter can 
be installed as a supplementary feature. 

It is claimed that the all-in costs of operating a Mercury 
diesel shunting tractor are roughly £600 a year less than 
those incurred with a steam shunting locomotive, and an 
additional factor in favour of diesel propulsion is that for 
intermittent shunting, the engine can be started and 
warmed up in less than 2 min. and does not require 
attention or fuel when idle, whereas with a locomotive it 
is essential to maintain steam all day, necessitating both 
labour and fuel. 
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Overseas Notes 


Motor Vehicles in Australia 


According to the Commonwealth Statistician the number of 
motor vehicles registered in Australia at September 30, 1938, 
was 866,190; this figure includes 537,796 motorcars, 248,951 
commercial vehicles and 79,443 motor-cycles, and compares 
with a total of 791,497 vehicles in June, 1937. 


New Zealand Buses on Private Hire 
During the past few years increasing numbers of persons 
have had on private hire (or charter, as it is known in New 
Zealand) the motorbuses of the New Zealand Railways 
Administration. Last year, on no fewer than 5,750 occasions, 
charter buses provided transport for special events, such as 
picnics, sports, dances, and club meetings. 


Trolleybuses in Moscow 

It is reported that, at the end of 1938, there were 1,000 
trolleybuses working over approximately 200 miles of route in 
Moscow. Most of these are stated to be four-wheel single-deck 
vehicles seating 34 and allowing for 16 standing, but a few 
double-deckers, it is understood, were introduced towards 
the end of 1938. During last year, also, freight-carrying 
trolleybuses were put to work, operating only at night. The 
first trolleybus in Moscow began to run in October, 1935. 


Estonian Road Transport 

There were 119 rural bus lines operating in Estonia during 
the summer in 1937-38, and 103 in winter, according to the 
Report on Economic and Commercial Conditions in Estonia, 
published by the Department of Overseas Trade (H.M. 
Stationery Office, 9d. net). The total length of bus lines was 
5,805 km. (3,607 miles). The number of passengers carried 
had increased from 695,000 in 1933-34, to 3,062,000 in 1937-38, 
and the freight from 1,600 tons to 6,500 tons in the same 
period. In 1938 there were 2,694 passenger cars, 2,050 lorries, 
248 buses, and 2,085 motor-cycles. 


Railway-Owned Road Transport in Sweden 

The total length of road motor services run by railways in 
Sweden amounted to 19,414 km. (12,060 miles) at the end of 
1938, an increase of over 21 per cent. in one year, according 
to a recently-issued report by the Statistical Department of 
the Swedish State Railways. The lines owned by the private 
railways have a total length of 14,945 km. (9,287 miles), and 
those of the State Railways 4,469 km. (2,777 miles). Most 
of these are passenger bus routes. The distance run by 
these buses totalled 51,600,000 km. (32,063,000 miles), while 
freight trucks covered 2,300,000 km. (1,429,000 miles). At 
the end of 1938 the total of vehicles comprised 1,284 buses 
and cars with nearly 39,000 seats and 266 freight trucks. The 
railways own about one-quarter of all buses in Sweden. The 
income from the railway-controlled road transport amounted 
to 15,120,000 kr. (£779,380) during 1938, and expenditure 
amounted to 11,820,000 kr. (£609,278). Capital invested in 
this road transport amounted at the end of the last year to 
about 21,000,000 kr. (£1,083,000). 


City Transport Policy in New South Wales 

At the present time the department of the Commissioner 
for Road Transport and Tramways, New South Wales, is 
working four forms of transport, namely, tramcars, petrol 
buses, diesel buses and trolleybuses, and in a recent statement 
the Commissioner, Mr. C. N. Neale, said that it was not 
proposed to construct any more tramcars. He pointed out 
that the lateral range of a trolleybus is 12 ft. on each side of 
the overhead wire, but in practice it was extremely difficult 
to attain this, as the driver was required to have his “‘ physical ”’ 
eye on the road and his “ mental ’’ eye on the overhead wire. 
The cost of operation of a trolleybus, he said, was much 
greater than that of either a petrol bus or a diesel bus. His 
experience was that the diesel bus was the cheapest vehicle 
to operate, and was limited in its scope only by absence 
of suitable roads. It was hoped in the near future to sub- 
stitute diesel for petrol engines and to operate the whole 
of the departmental fleet with diesel buses. The number of 


motor vehicles registered at the end of February, 
showed 667 buses in Sydney and 64 buses in Newcastle 
engineering side of the bus section of Mr. Neale’s depa: 
was responsible for the mechanical fitness, safety, and ¢ 
condition of 354 buses, comprising 113 single-deck an 
double-deck. The last-named figure was made up « 
Hybridge type with a total height of 14 ft. 3 in., a 
Lobridge type with a total height of 13 ft. ; the need f 
latter type of vehicle, which had a sunken gangway « 
side of the top deck and cross seats for four passenger 
due to the presence of one or two bridges under which 
was not sufficient clearance for the Hybridge type of 
So far as motive power was concerned, the fleet includ: 
single-deck and 19 double-deck petrol-driven vehicles. 
total of 47 was but 14 per cent. of the total number. 
department’s policy was to replace petrol-driven bus 
soon as possible, and 85 more diesels will have been 
to the fleet by the end of September, 1939. 


Trolleybuses in Switzerland 


Lausanne adopted trolleybuses as long ago as November 1, 
1932, when it opened a route approximately one mile long 
between the Central railway station and the port of Ouchy. 
This route is steeply graded throughout its length, with a 
maximum of 1 in 11?. As the result of experience gained with 
this line, the Lausanne Tramways administration decided to 
extend the use of trolleybuses, partly on new suburban sections, 
and partly in replacement of tramways. Brown Boveri & 
Company, of Baden, Switzerland, supplied the original electrical 
equipment. Last year 32 further trolleybuses, also with 
Brown Boveri equipment, were placed in service. The 
attractions of regenerative braking are particularly strong in 
this hilly neighbourhood. 

During 1938 the Winterthur Tramways undertaking opened 
its first trolleybus line on the 3-km. section between the 
railway station and Wiilflingen. Four trolleybuses with 
Brown Boveri electrical equipment are used. They are 
four-wheel single-deck vehicles seating 26 passengers and 
providing for 24 standing. 


Berlin-Munich Long-Distance Bus Service 

The German State Railway has just opened a bus service 
between Berlin and Munich, a distance of about 600 km. 
(373 miles) ; the longest such service run by this adminis- 
tration hitherto has been only half that distance. The bus 
is a diesel-engined two-unit vehicle, built by the Gaubschat 
works in Neuk6lln, Berlin, with the engine-driven portion 
coupled by special all-wheel steering couplings and corridor 
communication with the trailer coach, which, even on quite 
sharp curves, follows the front vehicle extremely closely. 
The overall length is 21 m. (68 ft. 11 in.) and the smallest 
turning radius is 9-5 m. (31 ft. 2 in.). High speeds are possible 
without any danger of the trailer shifting or swinging out of 
course. Great care has been given to seating comfort and 
to the provision of windows giving an excellent look-out all 
round. The diesel engine is of 150 h.p. Rail traffic is said to 
have grown so much between Berlin and Munich of late that 
the bus service is looked on as a welcome, though small, 
relief service. This ‘“‘ bus-train’’ holds 78 persons, but 17 
additional seats can be arranged for in an emergency. At 
present it runs once a week only, leaving Berlin, Anhalt station, 
on Saturday mornings at 7.30 a.m., reaching Nuremberg at 
3.30 p.m., and Munich (Starnberg station) at 6.45 p.m., with 
connection by train thence to the Tyrol. There is also a 
stop of 45 min. at Hermsdorf, in one of the most beautiful 
parts of Thiiringen. The return service leaves Munich on 
Sundays at 7.30 a.m., reaching Nuremberg at 10.20 a.m., and 
Berlin at 6.55 p.m. Fares are noticeably under the railway 
rates; Berlin to Nuremberg costs 16 RM. single, and to 
Munich the fare is 18-7 RM. Two-monthly returns are 25-6 
and 30 RM respectively, about a third under the train fare. 
From Munich passengers can use the bus route to Tegernsee, 
Fischhausen, Berchtesgaden, and Salzburg, forming a bus 
connection from Stettin to the Alps. It is intended, in due 
course, to increase the service to several times weekly. 
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Aerial View of Approach Lines to Victoria, 
Southern Railway 


View taken from the tower of the new Imperial Airways building looking southwards at 
the 1 in 64 incline from Victoria terminus up to Grosvenor Road bridge over the River 
Thames. In the foreground is Ebury Bridge with the carriage sidings of the Eastern 
and Central sections respectively, immediately behind, to left and right of the main lines. 
Beyond is the Chelsea sewage pumping station and its conspicuous smokestack and in 
the background (on the further side of the river) are the Battersea power station, now in 
course of enlargement, and the Battersea gasometers. The new Imperial Airways building 
itself was illustrated on page 219 of our issue of February 10 last 
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Two snapshots of Teignmouth station, G.W.R., after the cloudburst over the town last Friday. The train is a slow 


New streamlined 4-8-2 for New 
Zealand 


The remarkable feature of the illus- 
tration on the right is that it is not a 
reproduction of an original photograph 
but of a drawing, the type of engine 
depicted being still under construction 
by the North British Locomotive Co. Ltd. 
The drawing was made in New Zealand 
and the photographic reproduction was 
received by this mail from our corre- 
spondent in that Dominion. These 
1-8-2s, which will be known as the **J ” 
class (N.Z.G.R.), were referred to on 
page 1013 in our issue of June 23. 
The draftsman is to be congratulated 
on the detail and shading, particularly 
of the buffer beam, cattle guard, motion, 
and wheels 


from Plymouth to Exeter 


A track slewer performing the combined operations of lifting and slewing the line upon which it is operating. The power 
unit is built into one end of the vehicle and is a diesel-electric set. The machine has been developed by the Allgemeine 
Transportanlagen Gesellschaft 
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PERSONAL 


J. W. A. Kislingbury, who re- 
on July 23 from the position of 
sional Locomotive Superintendent, 
Oak Common, G.W.R., entered the 
e of the Great Western Railway 
894 as a premium apprentice in the 
ymotive Department, Bristol. In 
he was transferred to Swindon, 
in July, 1899, to the Drawing Office 
Swindon, in which, in December, 
399, he was appointed a draughtsman. 
remained until 1909 at Swindon, 
re he became successively Inspector 


j 








Mr. J. 


W. A. Kislingbury 


Who has retired from the position of Divisional 
Locomotive Superintendent, Old Oak Common, G.W.R. 


of Materials, in 1902; Draughtsman in 
1906; and Assistant Divisional Loco- 
motive Superintendent, in 1907. He 
was appointed in 1909 Assistant Divi- 
sional Superintendent, London, whence 
he went in 1913 to a similar position 
at Wolverhampton. In 1919 Mr. Kis- 
lingbury went to Neath as Divisional 
Locomotive Superintendent. In 1922 
he was appointed Divisional Locomo- 
tive Superintendent, Old Oak Common, 
the position from which he has just 
retired. 


Don Gregorio Perez Conesa has been 
appointed by the Spanish Government, 
under a Decree dated June 15, to the 
post of Chief of the National Railway 


Service. 


Mr. Bruce K. Wimer has_ been 
appointed to take charge of the In- 
dustrial Department of the Penn- 
sylvania Railroad, in succession to the 
late Mr. George E. Fetterman. 
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Mr. Robert Bernays, M.P., Parlia- 
mentary Secretary to the Ministry of 
Transport, has appointed Mr. H. W. 
Butcher, M.P., as his Parliamentary 
Private Secretary and Mr. R. R. Goodi- 
son to be his Private Secretary. 


Sir Edward Beatty, Chairman and 
President of the Canadian Pacific 
Railway, who has been staying at the 
Dorchester Hotel while on a short visit 
to this country, left Southampton on 
July 22 in the Empress of Britain for 
Quebec. 


Mr. Libert J. E. A. Oury, Chairman 


of the Trans-Zambesia Railway Co. 
Ltd., and Chairman and Director of 
many other African companies, and 


whose death was recorded in our issue 
of May 19 last, left £32,633 so far as 
can at present be ascertained (£1,629 
net). 

We regret to announce the death on 
July 24 at the age of 73 of Baron 
Emile d’Erlanger, Chairman of the 
well-known private banking house of 
Erlangers Limited, which played a 
prominent part in the development of 
the Rhodesian Railway system. Baron 
Emile d’Erlanger was born in Paris in 
1866. He came to England at the age 
of 18 to begin his financial career, and 
was for a time with the firm of De- 
loitte, Dever, Griffiths & Company. 
Baron Emile and his brother Baron 
Frederic joined the London house of 
Erlangers Limited, which their father 
had founded in 1870 as a branch of 
his Paris house, and he became a 
British subject. In 1892 Baron Emile 
met Cecil Rhodes and undertook to 
finance and build the Rhodesia rail- 
ways in conjunction with Pauling & 
Company, which firm, under the chair- 
manship of Baron Emile, constructed 
nearly all the railway system of the 


British South Africa Company. 
Erlangers Limited also built and 


financed the new Cape Central Rail- 
way, the Rhodesia-Katanga Junction 
Railway, and the Central Africa Rail- 


way, and constructed the Port of 
Beira. Baron Emile d’Erlanger was 


on the board of the pioneer Channel 
Tunnel Company, and as Chairman oi 
the present company he continually 
pressed the scheme upon the attention 
of the authorities, having a firm faith 
in its possibilities. He spoke English 
and French with equal facility, and 
was the author of several volumes of 
His interests were far-reaching 


verse. 

and he had a wide circle of friends. 
He was Vice-President and a member 
of the executive committee of the 
British South Africa Company, and 


his chairmanships included those of 
the Beira Railway Co. Ltd.; the Fores- 
tal Land, Timber & Railways Co. 







Ltd.; and the Rhodesia Railways Trust 
Limited. 


Mr. Thomas Brewer, whose retire- 
ment on June 30 from the position of 
District Superintendent, Waterford, 
Great Southern Railways, Eire, was 
announced in our July 21 issue, began 
his railway career in 1897 as a clerk 
at Newbridge and eventually, in 1904, 
became Chief Clerk in the District 
Superintendent’s office at Waterford. 
He was next appointed Stationmaster 
at Limerick Junction. Four years later 
he became Agent at Waterford, where 




























Mr. Thomas Brewer 


Who has retired from the position of District Super- 
intendent, Waterford, Great Southern Railways, Eire 


he took over both passenger and goods 
duties. He was appointed District 
Superintendent, Waterford, in 1925. 
At the annual meeting at Clacton on 
July 14 of the National Union of Rail- 
waymen Mr. J. H. Potts (Dukinfield 
branch) was elected President, and Mr. 
A. Oliver (Nine Elms branch) Trea 


surer. Mr. Potts became President last 
December on the death of Mr. W. 
Griffiths. 





We regret to record the death at 
the age of 73 in Buenos Aires on June 
14, of Mr. Matthew Lowndes, formerly 


Resident Engineer of the Cdérdoba 
Central Railway. Born in Devon- 


shire, he came to Argentina in 1889, 
and was at first employed on survey 


work for the Cérdoba and North- 
Western Railway (since incorporated 
in the Central Argentine system). In 


1894 he was appointed Sectional Engi- 
neer on the Cordoba Central Railway, 
and in 1896 was transferred to Rosario 
as Chief Assistant to the Resident 











Engineer of the Cérdobe and Rosario 
Railway, then under the same 
management as the C.C.R. From 
1903 to 1916, he was employed as 
Sectional Engineer on the Cordoba and 


Rosario line, but was later transferred 
to Buenos Aires Assistant to the 
Resident Engineer. In 1917 he was 
appointed Acting Resident Engineer of 
the Cérdoba Central Kailway, in which 
position was” shortly afterwards 
confirmed. He retired on pension at 
the end of 1931 after 37 years’ service 
with the Cérdoba Central and affiliated 


as 


} 
iit 
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appointed of the 


ment. 


Secretary Depart- 


TASMANIAN TRANSPORT AUTHORITY 

In accordance with the terms of the 
Tasmanian Transport Act, 1938, the 
control, management, and operation of 
the Tasmanian Railways were trans- 
ferred from the Commissioner for Rail- 
ways to a newly-constituted Transport 
Commission on July 1. The following 
appointments were then made :— 

Mr. M. W. S. Wilson to be 


missioner of Transport and 


Com- 
Chairman 


cf the Transport Commission. 
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From The London Gaze! f 
July 21: Regular Army §& : 
mentary Reserve of Officers, Co1 f 
Royal Engineers, Transport 
Capt. T. B. Bunting to be \} r 
(July 22). 

We regret to record the deat n 
July 18, at the age of 79, of Sir 2 d 


Law, M.P. for the High Peak 
of Derbyshire. Sir Alfred La S 
Chairman of the Rochdale Cana] 

pany, Charles Kershaw (1937) Li: 1 
the Littlebcrough Gas Company ( 


lines Mr. F. P. St. Hill and = Colonel S. S. Whaley & Company. 
’ J. E. C. Lord to be Associate Com- eee 
The following candidates in th missioners. ‘ INDIAN RatLway Starr CHanc 
Associate Membership Examination, Mr. A. K. Reid to be Secretary and Mr. A. R. A. Hare Duke has en 
1939, of the Institute of Transport, held Accountant to the commission. appointed to officiate as Control yf 
last April, passed Parts I and Stores, Ete. as m 
II in Class II (not Class I as April 7. 
was inadvertently stated in Mr. C. G. Graham, D . 
last week’s issue): Chicf Engineer = (Mai 
Parts I and Il ance), G.I.P.R., has n 
Class Il granted 4} months’ leave as 
Allsopp, G. W., Great from May 29. 
Western Railway; Boswell Mr. C. F. White, Deputy 
W. S. C., London Passenger Chief Mechanical Eng 
Cransport 30ard; Dennett (Locomotive), G.I.P.R S 
V. F., London Passenger been granted 183 months 
[fransport Board; Flemming, leave preparatory to ret 
J P., Manchester Shiv ment as from May 13. 
Canal; Gibbs, W. A., South Mr. E. L. Ensor has beet 
African Railways and Har- confirmed as Deputy Trans 
bours; Kerr, D., London portation Superintendent 
Passenger Transport Board; (Telegraph), G.I.P.R. 
Ouekett, D. A. F., L.M.S.R.; —_— 
Sampson, J. R., L.M.S.R.; Mr. H. W. Brodie, Over 
Singh, Cc. Kenya and seas Passenger Manager of 
Uganda Railways and Har the Canadian Pacific Rail 
bours. way for the past nine years 
— retired under the pension 
We regret to record the regulations on June 30, and 
death on June 26 of Mr. has been succeeded by _ his 
James A. Richardson, a assistant, Mr. Ian Warren 
Director of the Canadian Mr. Brodie was_ responsibl 
Pacific Railway Company for the transportaticn east 
and head of the Winnipeg “Tie Mercury”) [Hobart ward across Canada during 
grain concern of James Left to right Mr. F. P. St. Hill, Associate Commissioner ; the war of 34,000 Canadian 
Richardson & Sons. Mr. M. W. S. Wilson, Commissioner for Transport ; and Colonel troops and 83,347 men_ in 
J. E. C. Lord, Associate Commissioner. Coolie labour battalions. 
Mr. Brian O’ Rorke, > : ve --— 
A RIB.A., has een The newly-appoinied Tasmanian Transport Commission Mr. W. Fr. itis 
iwarded the distinction of Stationmaster, Whittlesea, 
R.D.I. (Designer for Industry of the Mr. C. J. Rollins to be General L.N.E.R., with charge of Benwick 
Royal Society of Arts) by the Royal Manager for Railways. line, has been appointed Stationmast«r, 
Society of Arts. Mr. O’Rorke was re Mr. H. B. Bennett confirmed as Chief Bury St. Edmunds. 
sponsible for the new schemes of Engineer for Railways, and oe 
our, decoration, upholstery, and Mr. A. W. Newton as Administrator On July 14 it was announced that the 
lighting incorporated in the L.M.S.R. of Read Transport. King had approved the appointment 1 


Coronation Scot train now being ex 
hibited at the World’s Fair, New 
York. 

Dr.-Ing. Julius Dorpmiiller, Gern 
Minister of Transport and General 
Manager of the German State Railway, 


celebrated 24 his seventieth 


birthday. 


on J uly 


Don Rafael Rubio y Martinez Corera 
has appointed by the Spanish 
Government to the post of President 
of the Department of Construction and 


been 


Repairs of Railway Rolling Stock. of 
the Ministry of Industry. Don Luis 
Iparraguirre de la Cueva has_ been 


Mr. Wilson was formerly Admini- 
strative Assistant of the Department of 
Road Transport and Tramways in New 
South Wales. 


Mr. Hill has hitherto been Com 
missioner for Railways in Tasmania. 

Colcnel Lord is Commissioner of 
Police in Tasmania. 

Mr. Reid was formerly Research 
Officer of the Department of Road 


[fransport and Tramways in Sydney. 
Mr. Rollins has been Secretary for 
Railways, and was recently acting as 
Commissioner for Railways in 
Tasmania. 
The offices of the Commission are in 
Argyle Street, Hobart. 


Dr. Edward Leslie Burgin as Ministe1 
of Supply. Dr. Burgin, former 
Minister of Transport, in which p 

tion he was succeeded by Captain Eua 
Wallace, the present Minister of Trans 
port, was designated Minister of Supph 


last April. 


A. Bambury, 


Mr. E. Mechanical 
Engineer, Bloemfontein, has been ap 
pointed Chief Superintendent (Motiy 
Power), General Manager's Offic 


SAR... & Hi. 

Mr. J. R. Glorney Bolton has been 
appointed Press Officer to Imperia! 
Airways Limited, in succession to Mr 
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Robert Brenard, who is leaving in 
order to specialise in aviation jour- 
nal and publicity. Mr. Bolton has 
i on the editorial staffs of the 
hive Post, The Times of India, 


Thi: Jaily Mail, and Great Britain & 
th cast. 


serv‘ 


july 1, Mr. Jean Berthelot was 
al ited Assistant General Manager of 
tl rench National Railways in place of 

M rleau. 
John Patrick Herdman, Sion 


Co. Tvrone, has been co-opted a 
tor of the Great Northern Railway 
( pany (Ireland) in place of the late 

\faxwell Scott Moore. 


Captain J. R. Bulmer, Senior Cap- 

tain of the L.M.S.R. fleet, retires on 
cust 1 after 48 years at sea. He 
ned the Irish cross-channel service 
1900. 


Mr. R. C. Vaughan, Vice-President 
of the Canadian National Railways, has 
been lent to the Canadian Government 
to act as Chairman of the Defence Pur- 
chasing Board during its organisation. 
The board will supervise Canada’s arms 

ntracts. 

We regret to record the death, in 
Ottawa, at the age of 80, of Mr. M. J. 
Lambert Payne. After having served 

Private Secretary to three Canadian 
Prime Ministers—Sir Mackenzie Bowell, 
Sir Charles Tupper, and Sir Wilfred 
Laurier—he became Controller of Rail- 
way Statistics, and held this office 
until his retirement. 


Don Ernesto de la Gandara, 
Assistant Traffic Superintendent of the 
Madrid, Zaragoza & Alicante Railway, 
has been granted by General Franco 
the medal for long service. Sefior de 
la Gandara has just completed sixty 
years of continuous service with the 
Same company. 


We record with regret the death, on 
July 14, of Mr. Ernest William Willis, 
Chairman and Managing Director of 
the Carriers Publishing Co. Ltd., pro- 
prietor of The World’s Carriers and 
Roads and Road Construction. He 
helped to found our contemporary, 
The World’s Carriers, in 1904 and had 
been Editor since 1906. He was a 
Member of the Institute of Transport, 
a Member of the Worshipful Company 
of Carmen, and a Fellow of the Insti- 
tute of the Motor Trade. Mr. Willis 
was in his 65th year. 


Dr. J. G. McBride, Medical Officer 
for the North-Eastern and Scottish 


ireas of the L.N.E.R., and Consultant 
for the company, has just retired. A 
native of Edinburgh, he studied at 
Edinburgh University. After holding 
several house appointments in that 
city, he went abroad for a year and on 
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his return in 1905 joined the former 
North Eastern Railway at York. He 
has for many years been Chairman of 
the Central Ambulance Committee, 
and was also Chairman of the North 
Eastern Railway Cottage Homes Fund. 
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Just before Dr. McBride retired, Mr. 


C. M. Jenkin Jones, General Mana- 
ger, North Eastern Area, L.N.E.R., 


presented him with a gold pencil from 
the divisional manager’s office staff at 
York. 








“If Venice were 


A 44-page guide, published by the 
Argentine Chamber of Commerce in 
London, claims to give a complete pic- 


ture of Argentina and its climatic, 
topographical, political, and _ trading 
conditions. Under communications 


there are paragraphs on the British- 
owned and State railways. Illustrations 
include the interior of a Central Argen- 
tine Railway saloon coach, the State 
Railways eight-storey administration 
building, and a transhipment point 
between a narrow-gauge agricultural line 
and a broad-gauge railway. A railway 


Buenos Ayres ” 


map of the country superimposed upon 
the map of Europe extends from a point 
on a line with John o’ Groats in the 
north (La Quiaca) to a point on the 
same latitude as the south of Sardinia 
and the south-east coast of Spain 
(Carmen de Patagones and Pilcaniyen) 
in the south, and from Brittany (San 
Juan and Mendoza) in the west to 
eastern Germany (Corrientes), Venice 
(Buenos Aires), and Rome (Mar del 
Plata) in the east. The final chapter is 
devoted to tourist attractions. This 
booklet is called simply ‘‘ Argentina.” 
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A striking ‘* comparison” map reproduced from the booklet ‘“* Argentina.” 








QUESTIONS IN 


Dukinfield Carriage Repair Works 


Mr. C. Brown (Mansfield—Lab.), on 
July 20, asked the Minister of Labour 
whether his attention had been drawn 
to the fact that as a result of the deci- 
sion of the L.N.E.R. to transfer cer- 
tain carriage repair work from Dukin- 
field, the number of unemployed in 
that area had been considerably in- 
creased; and whether he could take 
any action to mitigate these circum- 
stances. 

Mr. Ernest Brown (Minister of 
Labour): I am aware of the decision 
of the railway company and I under- 
stand that an opportunity of employ- 
ment in York will be offered to certain 
of the workers involved. My depart- 
ment will make every effort to find 
suitable alternative employment for the 
workers who are displaced as a result 
of the transfer. 

Mr. C. Brown: Is the right hon. 
sentleman aware that in this case men 
ire being dismissed who have been em- 
ployed there for as long as 20 years, 
that some of these men own their 
houses there, or are in course of buy- 
ing houses, and cannot the Minister do 
something to avoid the evil social con 
sequences that will arise from an at tion 
such as this? 

Mr. E. Brown: The hon. member is 
placing on me a responsibility which 
does not belong to me. I have no 
power in this matter, but I will do 
everything that I can to facilitate new 
employment for these men. 

Mr Wedgwood Benn (Gorton 
Lab.): Is the right hon. gentleman 
iware that these men have been work 
ing at this place for years, and are now 
asked to go to York, and cannot go? 
Could not the right hon. gentleman 
enter into consultation with other ce 
partments with the object of finding 

yme work for these works, so that 
these men can be employed there? 

Mr. Brown: I have already said that 
my department will make every effort 
to find suitable alternative employment 
for the workers displaced as a result 
of this transfer. There is sufficient 
alternative employment for them in 
York. The action of my department 
has reference to employment locally. 

Mr. Benn: Could not the Minister 
consult with other departments so that 
possibly some contract could be given, 
or something of that kind done, so that 
the men could be retained at the works 
at Dukinfield? 

Mr. Brown: The right hon. gentle 
man misunderstands the situation. The 
fact is that the L.N.E.R. is transfer 
ring the carriage and wagon building 
work previously undertaken at these 
works to York, leaving only a small 
amount of repair work to the Dukin- 
field works. The right hon. gentleman 
will see that his suggestion does not 
offer a solution 

Mr. Ellis Smith (Stoke—Lab.): Will 
the right hon. gentleman consult with 
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the Secretary of State for Air on this 
matter, seeing that these men are 
skilled men who would be suitable for 
that type of work? 

Mr. Brown: Of course, I had these 
implications in mind when I said that 
I would do all that I could. 

Mr. Benn: Will the Minister meet 
some members from these constituen- 
cies in connection with the matter? 

Mr. Brown: I am always glad to 
meet the local members. 


G.W.R. Bridge to Be Reconstructed 


Sir William Jenkins (Neath—Lab.), 
on July 26, asked the Minister of Trans- 
port if he would take steps to get the 
G.W.R. to proceed with the work of 
erecting the station footbridge over 
the railway, which was jointly owned 
by the Glyncorrwg Urban District 
Council and the Great Western Railway 
Company, which was a source of public 
danger and a great public inconvenience. 

Captain Euan Wallace (Minister of 


Transport): I understand that the 
heads of the necessary agreement 
between the Urban District Council 


and the railway company for the recon- 
struction of the footbridge are now 
under discussion, and that the work 
will be put in hand as soon as possible. 


Transport Between Glasgow and 
Innellan 


Mr. Robert Gibson (Greenock—Lab.), 
on July 26, asked the Minister of Trans- 
port if he had considered the further 
representations on the lack of transport 
facilities between Glasgow and Innellan ; 
and if he would make a statement on 
the subject. 

Captain Euan Wallace : The L.M.S.R. 
informs me that, except on Saturdays, 
(Central) at 
6.45 p.m. giving a connection with a 
steamer leaving Gourock at 7.40 p.m. 
and arriving at Innellan at 8.20 p.m. 
On Saturdays a train leaves Glasgow 
(Central) at 7 p.m. connecting with a 
steamer leaving Wemyss Bay at 8.10 
p.m. and arriving at Innellan at 9.25 
p.m. ‘There is also an earlier train on all 
weekdays from Glasgow (Central) at 
6.10 p.m., arriving at Gourock at 6.59 
p.m. (6.56 p.m. on Saturdays) but with- 
out a connection to Innellan. I am 
still in communication with the com- 
pany on the further points brought 
to my notice by Mr. Gibson, and I will 
let him know the result as soon as 
possible. 


a train leaves Glasgow 


Downham Market Accident 


Mr. S. A. Maxwell (Norfolk, King’s 
Lynn—C.), on July 26, asked the 
Minister of Transport whether he was 
In a position to make any statements on 
the enquiry which he instituted on the 
recent railway accident near Downham 
Market. 

Captain Euan Wallace: The report 
of the Chief Inspecting Officer who held 
the inquiry into this railway accident is 
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not yet completed, and I am, therefore 
not yet in a position -to mak 
statement on the matter. In any e 
criminal proceedings are being inst d 
against the lorry driver concert in 
this accident, and until such proce: 
are concluded it would not be pro, ir 
me to make public the findings he 
Chief Inspecting Officer. 

Mr. Maxwell: When these pri |- 
ings are over, will the Minister consider 
having a general inquiry into the le 
question of level .crossings, and, 
cularly, occupational crossings ? 

Captain Wallace: That is a ry 
much wider question. 





Surrender of Season and Period 
Rail Tickets 


Mrs. Adamson . (Dartford—Lab mn 
July 26, asked the Minister of Transport 
whether he was aware that when voung 
men surrendered their season and period 
rail tickets on account of being call Ip 
for military training, they had returned 
to them a less proportion of the ar nt 
originally paid ; and if he would c ilt 
with the railway companies with a view 


to rectifying this grievance. 
Captain Euan Wallace: I hav 
sulted the railway companies on the 


question of allowances in respect of 
non-user of season tickets. They point 
out that the existing regulations under 
which they make these allowances re 
designed to put the season ticket holder 
who surrenders his ticket, in at least as 
good a position as if he had taken out 


a ticket or tickets tor the actual jx | 
of user 


Liverpool Lime Street Station 
Mr. B. V. Kirby (Liverpool, Eve 
Lab.), on July 26, asked the Minister 

of Transport if he would enquire when 


the L.M.S.R. proposed to improve 
front of its property facing Lime Street 
Liverpool, thereby making a long overt 
due improvement. 

Captain Euan Wallace: The railwa 
company informs me that it has undet 
consideration various schemes for thi 
development of the station site and 
frontage at Lime Street, Liverpool, but 
that no decision has yet been reached 





Parliamentary Notes 


Railway Air Services 


When the British Overseas Airways 


Bill was considered in Committee on 
July 25, Mr. O. E. Simmonds (Dudde 
ston—C.) moved an amendment to 


delete the sub-section of Clause 4 
(Approval of Secretary of State required 
to certain activities) enabling the cor 

poration to hold the stock of and carr) 
out existing arrangements with respect 
to the operation of Railway Air Services 
Limited. He said that the railway com 

panies took power to themselves in 1929 
to operate air services, but none of them 
exercised those powers until 1933, whe 
the Great Western Railway began 
running air lines. Apparently they did 
not find their operation as easy as the\ 
expected, and in 1934, together with the 
Southern Railway, the London Midland 
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& ish Railway, and the London & 
Ni Eastern Railway, they asked 
Im | Airways whether they would 
set m out of their responsibility of 
yt 1g aircraft services, while at the 
sa me retaining a clear interest in 
th ervices and not finding them- 


in the position that they did in 
re to road services, where they 
vested interests in road trans- 
spring up and had to purchase 


3 iterests at a high figure. There- 
f 1934 there was this arrangement 

n the four railway companies and 
I il Airways, whereby each of 
t! had one-fifth of the shares in 
Ik iy Air Services, and Imperial Air- 
\ yperated the services for Railway 
\ir Services. It seemed to him that 
tl were weakening the corporation 

they allowed or encouraged it to 
continue what was virtually a footling 
part of its duties, operating a few odd 


es in this country for the railway 
inies. Why could not this per- 
| that today operated these ser- 
be passed over to the railway com- 
s to be responsible to the railway 
companies and to the directors of Rail- 
wa \ir Services, who were, with the 
exception of the Imperial Airways repre- 
sentatives, directors of the railway 


( vanies themselves ? 

G. Le M. Mander (East Wolver- 
hampton—Lib.) said there might per- 
h be something to be said on the 
( tion of how far the new corporation 

uld be entrusted with the running of 
ternal air services in this country, in- 
cluding the Railway Air Services, but 
they ought to be very careful before 
ng it down that they wanted their 
ternal air services handed over to the 
lway companies. He did not think 
it in their handling of the work so far 
railway companies had been at all 
ppy. There were conflicting interests 
it seemed to be highly desirable to 
try to isolate the new internal air services 
from railway control. 
\Ir. B. Bracken (North Paddington 
said that Mr. Mander seemed to 
have a permanent bias against railway 
ompanies. It was a very serious pro- 
ition to suggest that the railway 
ompanies, which had an enormous 
ount of capital invested in them, 
ould not be allowed to go into the air 
ransport business if they so desired. 
he railways of this country were, 
the whole, excellently managed, and 
uuld be very wrong of the House to 
put any sort of barrier against their 
going into the air transport business. 
There were in this country some 
200,000 or 300,000 railway shareholders 
d about 600,000 employees, and the 
railways, having, so to speak, a charter 
to engage in air transport, ought not 
to be kept out of it by reason of the 
; of Mr. Mander. Sometimes he felt 
anti-railway bias to be like anti- 
Semitism or anti-Jesuitism. It was a 
great danger to the country. It was 
ady doing harm to the transport 
erests of the country. It would be 
a great disaster if the railway companies 
were kept out of this new and enter- 
prising form of transport. 


nese aw « 
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Mr. W. R. D. Perkins (Stroud—C.) 
said there were now only three com- 
panies who were not under some form 
of control by the railway companies. 
Their quarrel with the railway com- 
panies was not that they were not 
trying to run aviation, but that they 
were not trying to run it whole heartedly. 
They were stepping in to get control 
and were slowly strangling it, just as 
they did with the canals. 

Captain H. Balfour (Under-Secretary 
of State for Air) said that none of the 
arguments put before the committee 
had shown why Railway Air Services 
Limited should not be allowed, with 
the consent of all interested parties, to 
avail itself of the corporation’s resources 
for operating air services. If the status 
quo were not allowed to continue, and 
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Railway Air Services had to be thrown 
over by the corporation, there would be 
no guarantee that the railway companies 
who were not themselves experienced 
in air operations, but were willing to 
hire operational experience from the 
corporation, would continue such ser- 
vices. If the present agreement were 
cancelled, it might deal a very severe 
blow to internal aviation prospects in 
this country. He asked the committee 
to reject the amendment. 

The amendment was by leave with- 
drawn, and the Clause was agreed to. 


London Transport Bill. 

The London Passenger Transport Bill, 
as amended, was read the third time and 
passed in the House of Lords on July 25, 
and returned to the Commons. 





STAFF AND LABOUR MATTERS 


Tubers’ Mates 


The Industrial Court met in London 
on July 18 to consider the claim ot 
the National Union of Railwaymen 
that men at Edge Hill locomotive 
depot, L.M.S.R., employed at the 
smokebox end of locomotives in con 
nection with tubing work, who are 
graded as tubers’ mates, should be re 
vraded as tubers. The man concerned 
in the present reference is G. R. Grimes, 
who is employed as a tuber’s mate, and 
the issue between the parties in the 
present case is whether the man is pro 
perly graded. The question of his rate 
of pay does not arise and had not been 
discussed by the parties. On the one 
hand the union contended that having 
regard to the nature of his duties he 
should be graded as a tuber. On the 
other hand the company contended that 
having regard to the nature of the work 
done by him in relation to that of the 
tuber under whom he is employed, he 
is properly graded as a tuber’s mate. 
The grading of tubers and tubers’ mates 
is provided for in Schedule D of Award 
No. 728 as follows :— 

Tubers .. 36s. to 40s. a week, plus 
war wage or bonus. 

Tubers’ mates 30s. to 34s. a week, plus 
war wage or bonus 


Railway Shopmen 


No provision is made for the grading 
of tubers in relation to their employ- 
ment at the smokebox end or the fire 
box end of the locomotive respectively, 
and in the absence of any such differen- 
tiation in the grading of tubers, the 
Industrial Court by Award 1737, states 
that having regard to the nature of 
the duties of the man concerned in 
relation to those of the tuber under 
whom he is employed, it is of the view 
(and so awards) that the claim has not 
been established. 


Machinery of Negotiation 
Railway Shopmen 
The withdrawal of the National 
Union of Railwaymen from the Scheme 
of Negotiating Machinery for Railway 
Shopmen was confirmed at the annual 
general meeting of the union, when the 


following resolution was carried: ‘‘ that 
this A.G.M. decides to adopt the scheme 
of machinery as_ decided by _ the 
National Shopmen’s Conference, and in- 
structs the General Secretary to ap- 
proach the railway companies with a 
view to it being put into operation im- 
mediately on the termination of the 
present machinery.’’ An amendment 
that the present machinery be operated 
until agreement has been reached be 
tween the union and the companies 
was defeated by 65 votes to 13. 








HoLipays IN BrELGiumM.—We have 
received from the Belgian Railways & 
Marine three new folders, the first of 
which gives details of the cheap 17-day 
“holiday ’’ tickets issued this year from 
London to Belgian stations via the 
Dover-Ostend route. In the second 
publication the advantages and reduc- 
tions (in transport fares, entrance fees 
to places of interest, and so on) are 
catalogued, and the third folder gives 
some notes on the city of Bruges and 
the Pageant Play of the Precious Blood, 
to be held there at the beginning of 
August. 

RAILWAYMEN AND MORAL REARMA- 
MENT.—Some hundreds of railway em- 
ployees were among those who joined 
in a message to the people of America 
from thousands of British towns, cities, 
and villages. The message was pre- 
sented together with messages from 
famous statesmen, to 30,000 people at 
the opening meeting of the World 
Assembly for Moral Re-Armament in 
the Hollywood Bowl, California. From 
one railway company alone came a batch 
of sheets covered with the names of 
principal officers, clerks, typists, engi- 
neers, architects, draughtsmen,  sur- 
veyors, laboratory assistants, station- 
masters, porters, ticket collectors, sig- 
nalmen, guards, drivers, permanent way 
men, and many other grades. Some 
sheets bore the signatures of the com- 
plete station staff, from stationmaster 
to junior porter. The message has been 
bound in 16 volumes. 
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NOTES AND NEWS 


Paris Metro Extension.—The 
Metro line No. 10 (Auteuil-Jussieu) 
was extended to Orleans-Austerlitz on 
July 12. 

Air Line Schedules.—This vear 
will be the last time that the winter 
schedules of air line companies will 
come into force as early as October 8. 
In 1940, it is planned that summer ser 
vices shall last from April 1 to October 
31. 


New L.M.S.R. Station Near Ruge- 
ley.—In order to serve an important 
developing area, the L.M.S.R. is to pro- 
vide a new passenger station, to be 
known as Brindley Heath, adjacent to 
Moors level-crossing between 
Hednesford (Staffs) and Rugeley Town 
stations. 


South Behar Railway Co. Ltd. 
Notice is given in The London Gazette 
that the creditors of this company are 
required, on or before August 14, 1939, 
to send particulars of their debts and 
claims to Mr. Vaughan Craster, of 123, 
Victoria Street, S.W.1, the liquidator 
in the voluntary winding-up 


G.W.R. and L.M.S.R. Lines 
Blocked.—On July 19 a landslide, 
caused by heavy rain, blocked the 
Great Western line between Pontypridd 
and Trehafod. The fall covered three of 
the four lines ; working was maintained 
for a time on the fourth All lines were 
cleared by the next morning. \t 
Teignmouth the line was flooded. Heavy 
rain in the Highlands caused a fall of 
rock on to the Dingwall to Kyle of 
Lochalsh line of the L.M.S.R. between 
Attadale and Strome Ferry stations on 
July 17. A goods train was derailed and 
westbound excursions from the Ding 
wall direction were turned back. 


Gorse 


Farringdon Street Goods and the 
‘* Safe Driving ’’ Competition.—The 
competition for safe driving entails 
every competitor entering his name 
before the beginning of the year, and 
if he is successful in escaping any acci 
dent for which he is in any way to 
blame, a diploma is awarded. Five 
years of continuous safe driving brings 
the award of a silver medal, and ten 
years of continuous safe driving a gold 
medal. The holders of medals receive 
a bar for every further year that they 
qualify for an award, oak leaf bars from 
11 to 14 years, and special bars from 
15 to 20 years. The Farringdon Street 
cartage staff, L.N.E.R., for the 1938 
competition had : 

5 drivers holding gold medals qualified 
for special bars, 15 to 20 years 

11 drivers holding gold medals qualified 
for oak leaf bars, 11 to 14 years 

1 driver qualified for gold medal for 10 
years 

7 drivers holding silver medals qualified 
for bars, 6 to 9 years 

3 drivers qualified for silver medals for 
5 years. 

13 drivers qualified for diplomas from | 
to 4 years. 
As these drivers are working daily in 
the most congested parts of the City, 


these are notable achievements on their 
parts. The type of vehicle in present 
use is the 3-ton Scammell mechanical 
horse and trailer. The station cartage 
was entirely mechanised in 1933 with 
60 of these useful machines. 


Collision at York, L.N.E.R.—At 
about 3 a.m. on July 23, the 11.35 p.m. 
parcels express from King’s Cross to 
Newcastle ran into the back of the 10.35 
passenger express from King’s Cross to 
Edinburgh, which was stationary at the 
south side of York station. The end 
coach of the stationary train was derailed 
and damaged. ‘There were no serious 
casualties. 


Dover, St. Margaret’s & Martin 
Mill Light Railway.—Notice is given 
in The London Gazette, July 21, that the 
Dover, St. Margaret’s & Martin Mill 
Light Railway Company is applying to 
the Ministry of Transport for extension 
of time for one year from October 11 
next, for the completion of the works 
authorised by the Light Railway Order 
of 1901 

A.R.F. Exhibition Train in 
France.—An Air Raid Precautions 
exhibition train which the S.N.F.C. had 
organised at the Gare de L’Est in 
Paris is now touring through France, 
stopping at 57 towns, including Troyes, 
Langres, Belfort, Colmar, Epinal, Wis- 
Metz, Nancy, Toul, and 
Chateauthierry. The exhibition consists 
ol two coaches, one converted into a 
cinema for showing propaganda films, 
and the other containing specimens of 
protective clothing, gas-masks, oilskins, 
uniforms, &c., for the voluntary life- 
saving, fire, and ambulance services. 
In fact, the exhibition demonstrates all 
the means of defence that everyone 
can use and obtain at very little cost. 
Among the many exhibits are: Cello- 
phane film to strengthen window panes, 
and preserve food : fireproof paint and 
whitewash ; and sandbags and methods 
of stacking them. In addition to these, 
the visitor may read instructions for 
treating the wounded, and for putting 
out fires 


sembourg, 


Temporary Closing of Cannon 
Street Station, Southern Railway. 

As we reported last week, a serious 
fire which broke out late on Wednesday, 
July 19, in a warehouse in Borough 
Market adjacent to the Southern Rail- 
way line between London Bridge and 
Cannon Street stations necessitated the 
suspension of train services. The two 
up roads over the viaduct into Cannon 
Street were affected, and the damage 
that was done necessitated repairs to 
the girder work and also to the decking. 
By 6 a.m. on Saturday, July 22, it was 
found possible to run a restricted service 
of steam and electric trains into Cannon 
Street over the up through road, and 
full normal services over both roads 
were resumed at 6 a.m. on Monday, 
July 24. In both cases the repaired 
viaduct was tested by running coupled 
locomotives of the heaviest type there- 
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over before the ordinary traft 


Was 
put into operation. Fortunat no 
signal or electric cables were damaged. 
The viaduct carrying the dow: ads 
was not damaged, but these tw: lines 
could not, of course, be used out 


the up roads. 


Anglo-Scottish Air Licences. —The 


Air Transport Licensing Authori'\ has 
granted two interim one-year licences 
for Anglo-Scottish services. Th« first 
is to North Eastern Airways | ted, 
which applied to work between | lon 
and Aberdeen direct, or with ter- 
mediate landings at either Dx ister 
or Newcastle, and at Glasgow din- 
burgh, and Perth. The other is to 
Railway Air Services Limited, for work- 
ing between London and Glasgo vith 
intermediate landings at Birmineham, 


Manchester, Liverpool, the Isle o 
and Belfast. 


Man, 


New Compartment Colours on the 
G.W.R.—The Great Western Railway 
has just adopted a new standard colour 


scheme for the interior decoration of its 
carriages. In first class corrid om 
partments the colour scheme will be 
cream and brown; and in third class 
corridor and non-corridor compartments 


cream and green. Curtains, blinds, car- 
pets, and linoleum will match the 
patterned upholstery, and the wood- 
work will be in polished teak All 
coaches built at Swindon in future will 
incorporate the new colour schemes, 
and a beginning has already been made 
with some of the coaches passing 
through the shops for repair. 


Bomb Explosions at Two London 
Termini.—On July 26, bomb outrages 
took place at two London termini. The 
first occurred at King’s Cross station, 
L.N.E.R., shortly after 2 p.m., when a 
bomb exploded in a cloakroom and 
killed one man ; the injured are stated 
to have numbered fifteen persons, six 
of whom were women and four cloak- 
room attendants. The explosion dam- 
aged the cloakroom extensively. The 
other outrage was at Victoria station 
Southern Railway, where at 9.35 p.m. 
an explosion in the cloakroom adjoining 
No. 15 platform injured five men, three 
of whom were cloakroom attendants 
and two outside porters. The force of 
the explosion broke windows in part of 
a Hastings and Eastbourne train stand- 
ing at platform 15 and damaged the 
clock in the circulating area. 


G.W.R. Hotels and Catering Ser- 
vices.—A useful illustrated guide to 
all Great Western Railway hotel and 
catering facilities has been published 
by the company. Here the reader 1s 
given in convenient form the tariffs of 
G.W.R. hotels, illustrations of their 
general amenities, and particulars of 
local attractions. With its aid it 1s 
possible to plan an attractive “all 
Great Western”’ holiday, which could 
be embarked upon in the happy con- 
fidence that the same spirit of courteous 
and thoughtful service would be at 
the traveller’s disposal from the moment 
of taking his seat in the railway carriage 
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until his return home. There is also printing is a fine example of four-colour British and Irish Railway 
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CONTRACTS AND TENDERS 


Breakdown Crane for India 
Cowans Sheldon & Co. Ltd. has 
received an order from the Bombay, 
Baroda & Central India Railway for one 
metre-gauge 30-ton steam breakdown 
crane with relieving bogies and match 
truck, to be supplied to the inspection 

of Messrs. Rendel, Palmer & Tritton. 


Boilers for India 

The Vulcan Foundry Co. Ltd. has 
received an order from the Bombay, 
Baroda & Central India Railway Ad 
ministration for six superheated ‘‘G”’ 
class locomotive boilers. 

W. G. Bagnall Limited has received 
an order from the Controller of Stores, 
North Western 
two saturated 


India, for 
boilers for 

G”’ class, 2-8-2 locomotives at a total 
price of Rs. 19,650, c.i.f. Karachi 


Railway of 
locomotive 


Rolling-stock for Rhodesia 

Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. has received an order 
from. the Railways for three 
cabooses with steel under 
frames and all-steel 
on the Southern 
supplied to the 
Freeman, Fox & 


kthodesia 
enginemens’ 
bodies for service 
Section and to be 
inspection of Messrs 
Partners 


Craig & Donald Limited has received 
an order from the Rhodesian Railways 
for one combined punching, bar crop 
ping, and plate shearing machine, type 
125, for Umtali Workshops, and to be 
supplied to the Messrs 
Freeman, Fox & 


inspection of 
Partners 
The Permutit Co. Ltd. has received 
an order from the Antofagasta (Chili) & 
Bolivia Railway for two Zerolit 
automatic 
ing plants. 


semi 
base exchange water-soften- 


Burn & Co. Ltd. has received an order 
from the Chief Controller of Stores, 
Indian Stores Department, for 15 steel 
crank axles at a total price of Rs. 32,186, 
c.i.f. Karachi. 


Howell & Co. Ltd. has received an 
order from the Argentine North Eastern 
Railway for 700 drawn 
boiler tubes, 


solid steel 
Verein A.G. has received 
from the Egyptian State 
Kailways Administration for springs and 
tyres (Order No. 21.1031, items 2 and 3, 
total price 4317 2s., f.o.b. Amsterdam, 
Rotterdam, Antwerp). 


Bochumer 
an order 


The French National Railways Com- 
pany has ordered 416,000 tons of Welsh 
coal for delivery over the next six 
months. Of the total, the Powell 
Dutiryn and Tredegar companies have 
each received orders for 133,000 tons. 


Geo. Curton Platts «& Co. Ltd. has 
received an order from the Buenos 
Ayres Great Southern Railway for 


500 steel spiral bogie bearing springs 
for wagons. 

Robert W. Hunt Co. Inc. is to be 
responsible for the inspection, on behalf 
of the Turkish State Railways Adminis- 
tration, of the 300 pairs of steel hopper 


wagons, which, as recorded in our issue 
of June 23, page 1047, are on order 
from British firms for that system. 
New Steamers for L.M.S.R. 

The Fairfield Shipbuilding & Engin- 
eering Co. Ltd. has received an order 
from the L.M.S.R. for two fast twin- 
screw, turbine steamers for the Holy- 
head-Kingstown (Dun Laoghaire) ser- 
vice. These new steamers, which it is 
expected will be placed on the service 
in 1941, will be driven by single-reduc- 
tion geared turbines. They will have 
a length of 390 ft. between perpendicu 
lars, and a beam of 54 ft., and will be 
capable of carrying 2,000 passengers 
each—750 first class, and 1,250 third 
class. The passenger accommodation 
throughout will be of a luxurious type 
with suitable provision for both day 
and night travel 


Usines & Acieries Allard has received 
an order from the Egyptian State Rail- 
ways Administration for axleboxes (Ref. 
No. ESR  321G8/8-27, — total 
£1,096 16s. 8d., f.o.b. Antwerp). 


price 


\ssociated Locomotive Equipment 
Limited has received an order from the 
Bengal-Nagpur Kailway Administration 
for cylinders for ‘‘ N ’’ class locomotives. 

Banting & Tresilian Limited has 
received an order from the Bengal 
Nagpur Railway Administration for 32 
copper firebox plates. 

Roumania, Bulgaria, and Jugoslavia 
are reported to have placed orders for 
railway rolling stock in Italy to the 
value of 150,000,000 lire, 200,000,000 
lire, and 100,000,000 lire, respectively, 
states a Reuters message from Rome. 
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The Exors. of James Mills Limited 
has received orders from th: hief 
Controller of Stores, Indian res 
Department, Simla, for 100,000 steel 
rail keys, Macbeth type. 


Tenders are invited by the Lith ian 
State Railways, through the Lit! ian 
Ministry of Communications, and iv- 
able by August 10, at the Lith ian 
Legation, 19, Kensington Pala ar- 
dens, London, W.8, for the su; of 
65,000 tons of locomotive coal. — 

Tenders are invited by the res 
Purchase Committee, Governm of 
Mysore, Bangalore, for the suppl f 50 
four-wheeled metre-gauge covere: ds 
wagons, seven four-wheeled metr ge 
ballast wagons, and six metre ige 
bogie carriage underframes. ‘Tciders 
are due at the office of the Sex ry, 
Stores Purchase Committee, G m 
ment of Mysore, Bangalore, by Avucust 
31, and specifications and drawi 
obtainable from Messrs. Rendel, | eT 


& Tritton, 55, Broadway, Westn ter, 
London, S.W.1. 


STEWARTS AND LLoyps—Si1 ON 
MrerGrER.—tThe terms of the pt ed 
merger between Stewarts and | ds 
Limited and the Stanton [ronwor Co 
Ltd. which have recently been an 
nounced are that holders of Stanton 


preference stocks will receive an equiva- 
lent amount in Stewarts and Lijoyds 
preferences. For each 1 un of 


ordinary stock Stanton holder ire 
ottered one £1 deferred stock unit in 
Stewarts and Lloyds valued in the 
market at 44s. 6d., together with a 


further 12s. 6d. to be paid partly in 5 per 
cent. third preference stocks of Stewarts 
and Lloyds (taken at 22s. a unit) and 
partly in cash. 








Inaugural Run of Accelerated 


To inaugurate the accelerated mail 
train services between Dublin and Cork 
and vice versa, previously described in 
the Overseas columns of our issue of 
June 9, a party of officials and press 
representatives on July 17 travelled by 
the 7.15 a.m. train from Dublin to 
Cork and returned on the 4.5 p.m. from 
Cork. It will be remembered that the 
down train has been accelerated by 
22 min. and the up by 15 min., and 
in this connection attention is directed 


to an editorial note entitled ‘‘ Speed 
and Locomotive power ’’ on page 123 


in this issue. 

On the inaugural runs the locomotive, 
No. 800 Maedhbh (Maeve), easily im- 
proved on the schedules and also upon 
the timing previously in force for the 
down journey by 30 min. It was clear 
from the early arrivals at intermediate 
stations that still further improvement 
in the timing could be effected if de 
sired; the maximum speed attained was 
92 m.p.h. The coal consumption and 
steaming of the engine are reported as 
entirely satisfactory. 


Officials travelling by the train in- 


Cork Mail Services, G.S.R. (1.) 


cluded: Messrs. P. J. Floyd, Tratti 
Manager; E. C. Bredin, Chief Mechan: 
cal Engineer (who is responsible for th: 
new engine); M. J. Ginnety, Running 
Superintendent; H. J. O’Hara, Outdoos 
Assistant to the Traffic Manager, and 
J. Doyle, Hotels Manager. 

The introduction of the ‘‘ 800 ’’ class 
has, as stated in the editorial note, the 
further advantage of eliminating pilot 
ing and also the rear banking out cl 
Kingsbridge, Dublin. The accelerated 
schedules of these mail trains are to re- 
main in force during the winter months. 

Incidentally, it may be of interest 
to note that Maedhbh is the name ol 
one of the ancient Irish queens, alter 
whom the ‘‘ 800 ”’ class is being named. 
In addition to the detailed description 
and illustrations of them, published on 
pages 617-19 in our issue of April 14 
last, the following information is now 
available. They are painted green with 
black and yellow lining and bronz 
name and number plates having a blu: 
background, and are said to have been 
designed to haul 500-ton trains at 60 
m.p.h., presumably on the level. 








atten aha 
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rown Agents for the Colonies 


COLONIAL GOVERNMENT 
({PPOINTMENTS. 


LICATIONS from quaiified candidates 

\ e invited for the following post : 
"§ \L AND TELEGRAPH ENGINEER 
for the Federated Malay States 
ent Railway for 3 years, with possible 
1 ney. Salary $400 a month, rising to 
month by annual increments of $25 a 
The Government rate of exchange is 
4d. to the dollar.) A children’s allow- 
payeble to married officers with cbil- 
Free passages and, subject to certain 
ns. also for wife and family not exceed- 
it r persons. Liberal leave on full salary. 
( tes, age 25-35, must have been trained 
stant Signal and Telegraph Engineer 
Associate or Student Members of the 
I tion of Electrical Engineers. They must 
I id at least 5 years’ experience in the 
s ind Telegraph Department of a British 
mial Railway and possess a thorough 
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OFFICIAL NOTICES 


knowledge of all electrical railway signalling 
instruments, mechanical signalling and _ inter- 
locking of double and single line stations and 
junctions, track circuiting, train control tele- 
phone apparatus, automatic telephony, and 
underground cables. A knowledge of radio 
telegraphy and telephony would be an 
advantage. 

Apply at once by letter, stating age, whether 
married or single, and full particulars of quali- 
fications and experience, and mentioning this 
paper, to the CROWN AGENTS FOR THE COLONIES, 
4, Millbank, London, S8.W.1, quoting M/8650. 


HE Proprietors of British Patent No. 

448,681, relating to Improvements in or 
relating to Journal Bearings, are desirous of 
entering into negotiations with one or more 
firms in Great Britain for the purpose of 
exploiting the above invention, either by the 
sale of the patent rights or by the grant of a 
Licence or Licences to manufacture on royalty. 
Enquiries should be addressed to: Ape. & 
Imray, 30, Southampton Buildings, London, 
W.C.2. 


159 


I AILWAY SIGNALLING.—Draughtsman, 

with sound knowledges of Mechanical 
Interlocking, required by large Railway Com- 
pany in the North, age 25-30. Apply stating 
full particulars of experience and training to: 
Box 257. c/o THe Raiwway Gazetre, 33, Tothill 
Street, S.W.1 


OFFICIAL ADVERTISEMENTS 


FFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in 
as early in the week as possible. The latest 
time for receiving official advertisements for 
this page for the current week’s issue is noon 
on Thursday. All advertisements should be 
addressed to :—The Railway Gazette, 33, Tothill 
Street, Westminster, London, 8.W.1. 








RAILWAY AND OTHER REPORTS 


London Midland & Scottish Rail- 
way Company.—For the first half of 
19 compared with that of the 

sus year, the company’s results 
increase in receipts, £25,000 ; 

se in expenditure, £612,000. The 

The directors 
year’s 


icrease is £637,000. 
decided to repeat last 
m dividends and accordingly the 
ving payments will be made on 
\ st 24. £2 per cent. on the 4 per 
guaranteed and 4 per cent. pre 
ference stock. No interim payment 
be made on the 4 per cent. prefer- 
( stock (1923). 

international Railways of Central 
America.—A dividend has been de- 
( | of $1-25 a share on the 5 per cent. 
cumulative preferred stock. Payment 
be made on August 15. After 
payment, arrears will amount to 
825°50 a share. No dividend has vet 

paid on the common stock. 


Chinese Imperial Railway 5 per 
cent. Gold Loan of 1899.--Coupons 
drawn bonds due August 1 next 
this loan will be paid by the Hong- 
kong & Shanghai Banking Corporation 
on and after that date at 9, Gracechurch 
Street, E.C.3, and must be left 3 clear 
da excluding Saturdays) for examina- 
tl previous to payment. 


Trans-Zambesia Railway Co. Ltd. 

Coupon No. 12, representing interest 

the six months to August 1, 1939, 

be paid on and after August 1, 

Erlangers Limited, 4, Moorgate 

Street, E.C.2. Coupons must be pre 

sented between the hours of I! a.m. 

2 p.m. (Saturdays excepted), and 

st be left three clear days for 
mination 


Snowdon Mountain Railway 
Limited.—The accounts for the year 
ed December 31, 1938, show the 
nce of the profit and loss account at 
16,470. After deducting debenture 
rest amounting to £1,722, and £500 

ch is proposed to add to the reserve 

for renewal of locomotives, there is left 
inet profit of £4,248, to which there falls 


to be added the sum of £6,962, giving a 
grand total of £11,210. From this the 
directors recommend that a dividend of 
5 per cent. for the year be paid, which 
will absorb £3,500 gross, leaving £7,710 
to be carried forward. 


Northern Ireland Road Transport 
Board.— It is announced by the board 
that a notable improvement in_ its 
trading results has taken place for the 
nine months ended June 30. Approxi- 
mate figures as at that date disclose a 
total increase of £37,259 over the 
corresponding period of 1938. The 
figure is made up of £19,171 in respect 
of the passenger section, and £18,088 on 
the freight side. Passenger receipts 
have increased by £9,561, while costs 
are down by £9,610. Freight receipts 
are up even more, the figure being 
£9,606 and costs show a drop of £8,482. 
In the annual report for the period 
ended September 30 last, Mr. D. L. 
Clarke, Chairman of the board, referred 
to the necessity of procuring increased 
freight traffic, and the position since 
then has improved greatly. The report 
of a Select Committee of both Houses of 
Parliament in Northern Ireland on the 
transport situation will be issued shortly 
and will contain a number of important 
recommendations to which the Govern- 
ment will give immediate consideration. 


Anglo-Argentine Tramways Co. 
Ltd.—As the Buenos Aires Transport 
Corporation did not take over until 
February 16, 1939, the assets and ser- 
vices of this company, the accounts 
cover the affairs of the company and its 
subsidiary companies as actual operat- 
ing entities for the full 12 months to 
December 31, 1938. These show a net 
deficit of £141,901, against £168,445, 
which raises the accumulated deficit to 
£722,077. From this there has been 
deducted the balance on exchange ad- 
justment account, £540,910. The 
nominal value of the shares receivable 
by the company for its transport in- 
terests, when converted into sterling at 
current rates of exchange, is substanti- 
ally less than the book value of the 





assets handed over to the corporation, 
less liabilities cancelled. It is estimated 
that there will be available in reduction 
of this deficiency that part of the deben- 
ture stocks redemption account and 
contingency reserve not required for 
contingencies after writing off the 
adverse net revenue’ balance. The 
directors are not able to forecast the 
prospects of the company, which are 
dependent on the operations of the new 
corporation. 


W. T. Henley’s Telegraph Works 
Limited .—An interim dividend of 5 per 
cent., less tax, will be paid on Sep- 
tember 30. 








SYMBOLS FOR WELDING AND CUTTING. 

The British Standard Nomenclature, 
Definitions and Symbols for Welding 
and Cutting (B.S. 499) was first issued 
in 1933, under the authority of the 
Mechanical Industry Committee, and 
a revision has just been published by 
the British Standards Institution. Copies 
can be obtained from the’ British 
Standards Institution, 28, Victoria 
Street, S.W.1, price 2s. (2s. 2d. post 
free). 


NEw ZEALAND RAILWAY POSTERS.- 

\ series of handsome pictorial posters 
has been issued by the New Zealand 
Government Railways to advertise cer- 
tain service excursions by train, road, 
and water transport. The Wanganui 
River excursion is advertised by a study 
of a canoe in a winding river, hemmed in 
by wooded hills, with sketches of a train 
and a launch at the foot of the poster to 
indicate how the trip is carried out. A 
rail-and-road outing to Fordland carries, 
in addition to its main theme of moun- 
tain and river scenery, a semi-broadside 
of a five-coach train headed by a loco- 
motive of impressive size. Other road- 
and-rail excursions are run to Lake 
Wanaka and to Queenstown, both of 
which are the subjects of panoramic 
views boldly coloured. Mount Egmont— 
the objective of an all-rail scenic excur- 
sion—is similarly treated on broad _pic- 
torial lines. This very arresting poster 
series reflects much credit upon the 
railway administration’s own studios 
responsible for the design. 
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Firmer conditions have prevailed in tively, while the 4 per cent. guaranteed of £24,000 for the past week, but 
most sections of the Stock Exchange, en- improved to 84. The last-named stock quently the preferred had a steadix 
couraged by hopeful views regarding the would appear to be rather moderately pearance around 70, although the ce | 
latest developments in international affairs. priced, bearing in mind its investment was easier at 154. The 5 per cent 
rhere was, however, very little improve merits. The market is not anticipating ference was quoted at 963. The d 
ment in the volume of business, and senti that it will be possible for L.M.S.R. ordi- tion at the moment is to take a som: { 
ment failed to reflect favourable news nary stock to return to the dividend list less encouraging view of the outlo 
from trade centres and the expectations in respect of the current year, but there the Southern because of the fear 
that the next return will show a further are continued hopes that, if traffics remain continued uncertainty as to political 
ubstantial decline in the number of th on the up-grade, there will be a reason- may have a restrictive influence o1 
unemployed able chance of the 1923 preference stock senger receipts. Nevertheless, thy S 
Home railway securities, which becam receiving its full dividend. Granted mar general confidence that the full 5 per 
easier in advance of the interim state- kets show a strong revival, this stock dividend on the preferred stock wi 
ments, were affected by disappointment would probably offer good scope for capi- covered by a satisfactory margin. Lx n 
with the past week’s traffics, the aggre tal appreciation. L.N.E.R. first and second Transport ‘* C was dull around 73 
gate increase of £66,000 being below guaranteed received some attention around The foreign railway market was I 
general market estimates. Great Western 73 and 66 respectively. The first pre- inactive, and in many instances it 
wdinary stock was relatively steady ference was 353 and the second preference appear that prices were not adequ 
tround 34, aided by the view, current in 123, sentiment being influenced by satis- tested by business, despite more hx il 
ome quarters of the market that a faction with the traffic figures for the past views as to the traffic outlook of the 1 
dividend of 3 per cent. may be in pros week, which made a better showing than ing Argentine railways. B.A. West 4 
pect for the current year The 5 pet those of the other main-line railways. per cent. debentures were — fracti: 
cent. preference was 914 and the 4 pei rhe 4 per cent. debentures were 84$ and lower at 424, as were Central Arge 
cent. debentures 98. L.M.S.R. ordinary the 3 per cent. debentures 63, and deben- 5 per cent. debentures at San Paulo 
was around 143, and a fair amount of ture stocks generally were reported to be ordinary stock was lowered to 22. A 
ittention continued to be given to the firmer in sympathy with the tendency in can railway securities were  bett 
1923 preference and 4 per cent. preferencs British Government securities. Southern balance. Canadian Pacific common 
tocks, which were 44} and 62) respec stocks became easier on the traffic decline were 42 and the preference stock 25} 
in" ‘ ‘ ge 
[raffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
n 
Irattic for Week = Azgregate Traffics to Date Prices 
Railws open_| Week . “-_ a Ta, Ce 
’ r g — D P= co - 
1938.39 | nding Total Inc. or Dec. Totals haa Stock bx $2 Lo 28 
this year compared Decrease OD zm Bg) AS 
ad es with 1938 This Year Last Year ie _o Bigs — Lm 
4 4 + £ i 
ta (Chili) & Bolivia 834 °3.7.39 12,320 620 29 380.660 462,250 — 81,590 Ord. Stk. 14 74 6 Nil 
» North Eastert 753 22.7.39 10,943 1,352 H 35,242 38,443 3,201 it 6lg 2 31. Nil 
rransandine -_ _ _ A. Deb. 82 75 621 63 
174 June 1939 4,650 } 1,100 26 24,950 22,600 } 2,350 6 p.c. Deb. 8 7 7 Ni 
~ Bonds, 10 4 6 R51 
Ayres & Pacifi 2,801 22.7.39 74,628 + 124 4 249,566 240,261 + 9,305 Ord. Stk 612 314 31 Nil 
3 Central 190 15.7.39 $142,200 | 29,200 ; $275,200 $293,700 | — $18,500 Mt. Deb. 1519 8 11 Nil 
Gt. Southerr 5,082 22.7.39 109,615 — 11,353 4 374,814 408,685 — 33,871 Ord. Stk. 17516 8l2 vAv) N 
a Buenos Ayres Western 1,930 22.7.39 $3,921 6,390 $ 135,423 126,860 8,563 1234 5 6 Ni 
2 | Central Argentine 3,700 22.7.39 132,826 + 31,253 4 426,889 345,205 81,684 a 1314 534 6lp Nil 
® Do . — _— Dfd. 6 219 3 Nil 
Cent. Uruguay of M. Video 972 15.7.39 17,742 978 3 37,324 39,045 _ 1,721 Ord. Stk. 3 1], 1 Nil 
Costa Rica ax 188 May 1939 24,302 2,198 48 245,516 283,030 — 37,514 Stk. 28 22)9 2210 8 
ay la 70 Tune 1939 13,800 — 2,700 26 80,600 95,700 — 15,100 1 Mt. Db. | 1051, | 104 10219 575 
=|E Rios 810 22.7.39 16,985 + 1,067 4 56,848 50,948 5,900 Ord. Stk. 714 31g 4 Nil 
o> < Gr W ern of Brazil 1,092 22.7.39 $400 100 «29 245,400 197,400 + 48,000 Ord. Sh. 3 1/ ly Nil 
oat Ir rational of Cl. Amer 794 May 1939 $516,275 — $11,817 21 2,800,928 $2,584,878 + $216,050 —_ — —_— _ 
Bir »anic of Mexico —- — - Ist Pref. 6d. 6d lo Ni 
S ira & Caracas 22 Tune 1939 6,790 + 2,190 26 35,430 30,235 + 5,195 Stk. s 6lo 719 Nil 
2 lina 1,918 22.7.39 21,599 + 108 29 555,150 543,021 12,129 | Ord. Stk. 4 1 1 Nil 
, in 483 21.7.39 $255,600 — $5,400 3 $778,000 $835,500 - $57,500 lg lig lg Nil 
Midland of Uruguay 319 June 1939 6,839 — 594 52 103,758 111,938 — 8,180 1s lo lp Nil 
Nitrate 386 15.7.39 4,688 225 28 65,564 - 19,732 Ord. Sh. 52/9 19:6 134 7! 
Paraguay Central 274 15.7.39 $4,023,000 + $622,000 $ $8,072,000 $480,000 Pr. Li. Stk 60 5512 4001p 141346 
Peruvian Corporation 1,059 June 1939 59,567  — 7,164 52 785,648 — 160,485 Pref. 534 134 1 Nil 
Salvador 100 15.7.39 11,650 4150 5 ¢23,782 - 42,035 Pr. Li. Db 23 20 191 Nil 
San Paulo 153} 16.7.39 : -- 3,392 28 882,479 _ 44,663 Ord. Stk. 64 28 23 8! 
Taltal 160 June 1939 t 160 52 33,700 39.100 — 5,400 Ord. Sh 1316 1- lp 10 
United of Havana 1,353 22.7.39 = 1,533 4 51,301 51,078 + 223 Ord. Stk. 35g lpg 1 Nil 
| Uruguay Northern 73 June 1939 _ 207 | 52 11,341 11,259 + 82. Deb. Stk. 2 1 2 Ni 
7 (° anadian National 23,762 21.7.39 707,377 48,136 29 19,604,757 18,440,669 + 1,164,088 _— — — —_— - 
4 Canadian Northern - —- - — 4p.c. Perp. Dbs. 2 60 68lo 51546 
= | Grand Trunk - - - 4p.c.Gar. 104 90 96lg = 41a 
5 | Canadian Pacific 17,171 21.7.39 539,200 35,400 29 13,877,400 13,725,600 151,800 Ord. Stk. 8716 414 41 Ni 
Assam Bengal P 1,329 30.6.39 = 2,374 13 349,413 343,195 + Ord. Stk. 81lz 70 71!q 4316 
| Barsi Light 202 10.7.39 12,090 14 36,247 49,140 — Ord. Sh. 6019 5414 5019 515) 
Bengal & North Western 2,112 10.7.39 — 8,452 14 870,069  — Ord. Stk. 311 278 254 7116 
Bengal Dooars & Extension 161 10.7.39 24 14 35,825 _ 89 83 9119 7" 
Bengal-Nagpur . 3,267 10.7.39 4 12.581 14 2,054,107 + 168,969 9510 90 9019 4716 
Bombay, Baroda&Cl.India 3,085 20.7.39 10,650 16 2,768,025 | — 60,000 112%j6 95 10519 51 
Madras &Southern Mahratta 2.967 10.7.39 - 3,487 14 1,750,809 1,666,536 4 84,273 108 97 10219 7 
Rohilkund & Kumaon 571 10.7.39 _ 1,375 14 161,434 179,346 = 17,911 308 285 262 f 
South Indian 2,5313 30.6.39 5,587 14 1,063,425 1,070,711 = 7,286 104 101 9615 5316 
Beira-Umtali 204 May 1939 35 636,331 - _— one —_ _— - 
| Egyptian Delta 623 30.6.39 194 13 44,772 44,956 — 184 Prf. Sh. 78 5/6 lp 
, | Kenya & Uganda 1,625 May 1939 _ 11,295 21 1,220,870 1,é 2 88,462 — - — _ 
| Manila i — B. Deb. 49 41 41 
=< Midland of W. Australia 277 May 1939 14,100 _ 2,469 48 165,763 164,159 + 1,404 Inc. Deb. 9334 89 89 
> Nigerian 1,900 10.6.39 23,611 - 9,276 11 299,153 323,123 _ 23,970 — antes — —_ 
Rhodesia 2,442} Mav 1939 365,832 - 35 2,880,230 _— —_ — om an ‘a - 
| South Africa 13,284 15.7.39 632,452 1,085 16 9,766,107 9,229,931 | + 536176 = ins = i 
Victoria 4,774 April 1939 796,751 a 81,321 43 7,865,959 8,228,216 _ 362,257 a — = “ = 
Note. Yields are based on the approximate current prices and are within a fraction of lyg 
* Ashadi Fair. t Receipts are calculated @ Is. 6d. to the rupee. §ex dividend 
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is proved misle 
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iding, the amount being over estimated. 








f the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchangé 
The statements are based on the current rates of exchange and not on the par value 





